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The entertainment features of the annual meeting of the 
Railway Signal Association in Louisville last week were in 
discouraging contrast to the stand taken by the Master Car 
Builders’ and American Railway Master Mechanics’ associa- 
tions in June; an attitude which is likely to be still further 
Strengthened at next year’s mechanical conventions. The of- 
ficial and private entertainments left little for the members 
oi the Railway Signal Association and their families to pro- 
vide, aside from railway transportation and room rent—and 
some left Louisville with no concern about the latter. It is 
to be hoped that future conventions of this important and 
srowing association will be free from this blemish. There 
can be no objection to general entertainments, the cost of 
‘hich is shared by all supply houses alike, for the recognized 
commercial object of getting acquainted with their customers, 
unless these entertainments are extended to a foolish degree. 
‘tut a competition between sellers to see which of them can 
induce a buyer to accept the most personal favors cannot pos- 
sibly accomplish anything useful, while the young delegate 
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who starts his convention experience by allowing a supply 
man to pay his hotel bill is not likely te grow up into a 
valuable railway officer. 





Following the publication by C. C. McCain, chairman of 
the Trunk Line Association, of a pamphlet entitled “The 
Diminished Purchasing Power of Railway Earnings,” a large 
group of shippers’ associations in Cincinnati, Toledo, Dayton, 
Indianapolis and Columbus have made spirited rejoinder, to 
the effect that while it is undoubtedly true that wages and 
the prices of commodities have increased materially in the 
last ten years, it is also true that the railways have much 
bigger net incomes and are in every way more prosperous 
than they were ten years ago. The shippers have hit Mr. 
McCain squarely in his weak spot, because, as we pointed out 
in reviewing his pamphlet, he presented only one side of his 
case. Mr. McCain should have been the first to call attention 
to the increased prosperity of the railways in 1907, as com- 
pared with 1897, a fact which in no way weakens his real 
position. It is evident that, given a transportation system of 
a certain capacity, it will be more profitable to do a great deal 
of business on it at relatively low rates than a small amount 
of business at relatively high ones. But, with wages and the 
costs of materials constantly tending upward, and freight 
rates constantly tending downward, it will be only a ques- 
tion of time, and very brief time, before business will be 
done at a loss; and the more business done, the bigger the 
loss. The principal difference between Mr. McCain and the 
shippers is that he wishes to make adjustments before the 
period of unprofitable operating arises, while the shippers 
want to see the roads operated at a loss before any change is 
made. The final result of all this rate agitation, like the final 
result of most other agitations, will doubtless be a compromise, 
in which the railways will carry freight a little more cheaply 
than they want to and the shippers will pay a little higher 
rates than they want to. But Mr. McCain is absolutely un- 
assailable in his position that increases in railway rates must 
ultimately follow increases in the costs of everything else; 
otherwise the expense curve, bending upward, will inevitably 
have to cross the downward bending curve of income per 
unit of service rendered. 





The Pennsylvania Railroad continues its vigorous campaign 
egainst trespassers on its tracks and trains, but the task is 
a formidable one. An officer of the road who has latcly been 
reviewing the subject says that the practice of walking on 
railway tracks has been growing constantly; and yet the Penn- 
sylvania alone had over 11,000 trespassers arrested in the year 
1808. This statement is given in a circular which has been 
issued by the company, prefaced by some figures showing the 
aggregate number of trespassers killed and injured on the 
railways of the country during the 10 years ending Decem- 
ber 31-last. The total number killed was forty-seven thousand 
four hundred and sixteen; a truly startling figure, although 
everyone who cares has had the information before him, year 
by year, in the reports of the Interstate Commerce Commission. 
The number has been constantly increasing with the increase 
in population and with the building of new railways. In 1898 
the number killed was 4,063; in 1903 it was 5,000, and in 1907 
it rose to 5,612, more than 15 a day. On the Pennsylvania 
alone, in 1907, the number of trespassers killed was 915. These 
are not all tramps, by any means; the list includes factory 
workmen and other laborers, and also the wives and children 
of men living near the tracks. Formerly the trouble was the 
comparative indifference of the railways and of the magis- 
trates; now, with the railways active, the difficulty with the 
magistrates still remains. They are reluctant to put upon 
the county the cost of supporting the vagrants in the jails. 
The Pennsylvania says, in its circular, that many of the im- 
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portant railways have determined to redouble their efforts 
tc secure the rigid enforcement of the law, but it gives no 
names but its own. At Bellwood, Pa., near Altoona, the Blair 
County Pomona Grange, on May 26 last, passed resolutions 
protesting against the “injustice” worked upon the farmers 
by the action of the railway in forcing the tramps to leave 
the tracks. The farmers are now constantly pestered with 
them, and their wives and children are kept in fear. The cir- 
cular is accompanied by newspaper comments on this state of 
things as well as on other phases of the subject. The Elmira 
(N. Y.) Telegram is quoted ag calling on the magistrates and 
the railway officials to speedily come to an agreement. The 
cost of subduing the train-riders and the tramps should be 
made a state charge, instead of putting the burden on the 
local communities. Magistrates would then inflict severer 
punishment. The culprits ought to be sentenced to two or 
three months in the penitentiary. 





We do not think that cost of service should be made the sole 
or the main criterion of the reasonableness of railway rates. 
But if, as many of those who attack existing rate adjustments 
contend, cost of service is the only fair test of the reasonable- 
ness of the rates charged for hauling the same commodity 
different distances, why is it not the only fair test of the 
reasonableness of the rates charged for hauling different com- 
modities the same distance? If the lowest rate per ton per 
mile that a railway accepts for hauling a given commodity 
‘between any two points should be taken as the measure of 
the fairness of its rates for hauling that commodity between 
all other points, why should not the rate per ton per mile 
that it accepts for hauling coal be taken as the measure of 
the reasonableness of its rates for hauling dry goods, due 
allowance being made, of course, for the greater risk of haul- 
ing dry goods, for the smaller tonnage that can be got in a 
car and for the other factors that actually make greater the 
cost of hauling a ton of it? On the cost-of-service theory most 
-of the existing wide differences between the rates charged for 
high class commodities and those charged for low grade com- 
modities are absolutely indefensible. They are defensible only 
-on the grounds that it is a more valuable service to the ship- 
per to have high class articles hauled than to have low grade 
-commodities hauled, and that if the same rates were applied 
to all commodities the lower grades could not move. But 
there is no sense or logic in saying that rates on different 
commodities may fairly be adjusted according to the value of 
the service rendered to the shipper, while rates on the same 


commodity for different distances can fairly be based only on - 


the cost of the service to the railway. If it is necessarily 
wrong for the railway to make a larger profit from hauling 
first class goods for A than it makes-for hauling them for B, 
then it must be wrong for it to make a larger profit from 
hauling first class goods for A than it makes from hauling 
coal, or stone or grain for C. If this reasoning be erroneous, 
we should like to have Spokane’s rate expert, Frank H. 
McCune, or Salt Lake’s rate expert, H. C. Babcock, or Okla- 
homa City’s rate expert, J. H. Johnston, or any other gentle- 
man who advocates basing rates on cost of service, tell us 
wherein it is erroneous. If it be correct, all the jobbers who 
are asking that their rates shall be reduced to the lowest basis 
on which rates are made to jobbers at any point, could with 
perfect consistency demand that all the rates they pay on class 
articles should be reduced so that they will contribute no 
more to the railway’s maintenance and operating expenses, 
fixed charges and dividends than is contributed by the article 
which is given the lowest commodity rating that can be found 
by a diligent search of the tariffs on file with the Interstate 
Commerce Commission. Of course, the logical application of 


the cost-of-service principle would bankrupt all the railways 
if all rates were reduced to the basis of the lowest, and would 
paralyze the commerce of the country if the lower rates were 


RAILROAD AGE GAZETTE. 


good as they are. 





Vout. XLVII., No. 17. 


raised to the level of the average. But to us this does not 
seem to show that the principle is right, but merely imprac- 
ticable of application on a large scale. It seems to us to tend 
to show that it is intrinsically wrong and vicious. 





THE SCHEME FOR SYSTEMATIC SIGNALING. 





The slow process of educating the members of the Railway 
Signal Association up to an appreciation of the importance of 
adopting a standard scheme of signaling—that is, of indica- 
tions and aspects—has been brought by the Louisville meeting 
a step farther forward. The process is necessarily slow, be- 
cause it must include not only all of the signal engineers 
but operating officers as well; and few of these attend the 
meetings. Granted that a standard scheme is desirable and 
necessary, the problem still remains difficult, because every- 
body can get along so well without uniformity. Only those 
who appreciate the value of work which looks 10 or 20 years 
into the future will take a lively interest in improvements 
in our American signaling, the theories of which are pretty 
In short, the new scheme is not likely to 
be justified except by throwing into the scale in its favor all 
of the elements of its superiority: simplicity, comprehensive- 
ness, economy and increased safety. And the first two of these 
must go together. Opponents will say that the committee’s 
scheme is not simple; but it will be admitted, doubtless, that 
it is as simple as it can be made while still retaining its com- 
prehensiveness (except, perhaps, that one of the three aspecis 
of the dwarf arm might be omitted). 

The first question, therefore, is, Do the railways of the coun- 
try want a comprehensive system? The most forcible answer 
to this question is that, whatever may be said on the negative 
of this question, the acts of numerous railways show that they 
are determined to seek improved methods whenever they feel 
a need in that direction; and if we do not proceed logically 
and systematically, we shall make progress of some other 
kind. In the presentation this year of modified schemes, under 
which a road of thin traffic may keep in line with those doing 
the heaviest business, the committee seems to have well an- 
swered those who object to the expense of lights (and arms) 
not required for every-day movements. The real strength 
of the opposition seems to lie in the widespread feeling among 
superintendents, trainmasters and enginemen that all of the 
benefits of the new scheme can be had without adopting all 
of its details, and in the fear that the instruction of engine- 
men in the new language of signals would be a difficult task. 

As to the first point, the committee seems to be on pretty firm 
ground, for not only does its membership include a good num- 
ber of representatives of our most enterprising roads, dispel! 
ing any doubts as to the thoroughness of its study of the 
preblem; but also it can be said that important features of 
the scheme have been put in use by the Pennsylvania, the 
New York Central and the Baltimore & Ohio. The question 
of the instruction of enginemen is the crux of the matter. 
Certainly, there is no use in providing signal indications for 
three different speeds if the enginemen do not heed the dif- 
ferences. Whether they run fast by force of a bad habit, 
and not because the signal gives them the right to do so, 
or they keep their speed low because they are too dull or 
careless to learn the scheme of signaling, in either case they 
nullify the value of the signals. There is no denying the 
strength, among the officers of many roads, of the old feeling 
that enginemen must be trusted largely to their own intui- 
tions; that the fewer fixed signals they have the better will 
they get along. The committee must overcome this feeling 
if it is to make sure progress, for a force of enginemen who 
will intelligently take advantage of all of the benefits of the 
new scheme must be regarded as one of its foundation stones. 
Experience with the enginemen who run into the Broad street 
terminal at Philadelphia cannot be safely depended on as a 
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criterion of what may be expected out on the Great American 
Desert. , 

‘he economy of the new scheme depends partly on its gen- 
eral adoption, of course; but its fitness to facilitate train 
movements constitutes its main claim in this respect. With 
enginemen properly trained there can be no doubt that this 
scheme provides for the fullest use of either a main line or a 
yard. As to safety, the strength of the scheme lies in its pro- 
vision of indications so precisely defining what an engineman 
may do, in any and all situations, that he need never be in 
doubt. When a scheme of signaling has removed all causes 
for enginemen’s doubts it has fulfilled its function. It is then 
up to the superintendent to see that the runners do not indulge 
in causeless doubts. 

The railway world is to be congratulated on the action of 
the committee in persistently including aspects 4A and 4B; 
and in adding Exhibits 5 and 6, showing proposed designs for 
flag station signals, aspects for entering sidings, etc. Whether 
all these signals and aspects are desirable may be a debatable 
question, but as*long as they are actually used the question 
of uniformity is not debatable; they should be made as nearly 
uniform as is consistent with simplicity. As regards these 
features, as well as the substance of the report as a whole, 
it is to be hoped that the committee will succeed in keeping 
the railway men of the country interested in its work continu- 
ously. Why wait till next October for further progress? 





THE HAWLEY SYSTEM. 





The accompanying map shows the very important change 
which has been made in the Hawley system of railways by 
adding to it the Missouri, Kansas & Texas. Announcement 
of this was made last week in a statement by Mr. Hawley, 
that he and Mr. Yoakum had bought a large interest in this 
railway, which, in connection with the holding of Speyer & 
Co., gave these associates a predominating strength in the 
property. Mr. Hawley was further quoted as saying that the 
stock was acquired both in the open market and through out- 
side negotiations, a large part having been purchased from 
Dutch and English holders. Subsequently, Adrian H. Joline 
issued a statement announcing his resignation as president 
of the Missouri, Kansas & Texas, and adding that it had 
been for a long time manifest that the system must eventual- 
ly be allied with some strong railway interest, in order that 
the property might be developed and its business increased; 
that he himself had occupied the position of president for the 
last three years in expectation that some _ alliance 
beneficial to the property would be made, and that Messrs. 
Hawley and Yoakum, and the Speyer brothers, who had been 
financial members of the board for some years, had acquired 
so large an interest that it was desirable that they should 
assume charge of the active management. This addition 
brings the total length of the Hawley system up to 9,081 miles* 
if the portions of the Kansas City, Mexico & Orient now in 
operation be included. The Kansas City, Mexico & Orient is 
not owned by the Hawley interests, but the traffic arrange- 
Ments agreed upon last June with the Chicago & Alton are 
such that it is, to all intents, a portion of the system. 

The gathering of this group of roads, with their curious 
dissimilarities, into one control, has been a process unlike that 
which has attended the growth of any other American rail- 
Way system. Until recently, it was absurd to speak of the 
Hawley lines as a system at all; they were merely a dis- 
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connected group of roads, with two “small granger lines and 
a lacal line in the Central West, and the Colorado & Southera 
in the Southwest, separated from the others by many miles 
of territory, and possessing no common interest with them. 
Moreover, the control of these roads has been characteristically 
held through a strong minority instead of through actual 
majority purchase. But when the Clover Leaf obtained con- 
trol of the Chicago & Alton, in August, 1907, the Hawley 
group of roads in the Central West began to assume the form 
of a system, and this appearance was greatly heightened by 
the sale of the remote Colorado & Southern to the Burlington, 
in January, 1909, and the addition to the Hawley group of 
the Chesapeake & Ohio. In June, 1909, it was announced that 
the Chesapeake & Ohio had obtained control of the Chicago, 
Cincinnati & Louisville, which, with its direct line from 
Cincinnati to Chicago, ties the Chesapeake & Ohio to the 
Toledo, St. Louis & Western and the Chicago & Alton, and 
thus connects all the hitherto separated properties operated 
by the Hawley interests. Strategically, the C., C. & L. is the 
indispensable link between portions of this system of roads, 
otherwise widely separated. Yet, even so, it fails to connect 
in a direct and effective manner the eastern portions of the 
Hawley group with those in the West and Southwest. It is 
neither reasonable nor expeditious to haul freight from 
Cincinnati and points east to St. Louis and points south by 
way of Marion, Ind. 

The traffic analogy between the Chesapeake & Ohio and 
the Alton-Clover Leaf-Iowa Central-Minneapolis & St. Louis 
appears more real. The Chesapeake & Ohio ought to be able 
to add a very important coal traffic to its new western 
partners and to receive an important grain traffic in return, 
although the territory is exceedingly competitive, and the 
Chesapeake & Ohio had advantages as an independent line. 

The addition of the Missouri, Kansas & Texas to this group 
has no apparent bearing on the affairs of the Chesapeake & 
Ohio end, but fits in admirably with the Clover Leaf and 
the Alton and, to a less extent, with the traffic needs of the 
two small granger roads. The Missouri, Kansas & Texas is 
an excellent railway, which has been handled with great skill 
through a series of years when its credit was poor and its 
traffic none too great. By the extraordinary growth of the 
Southwest, and particularly of the very sections of the South- 
west through which the M., K. & T. passes, it has attained a 
position of great importance and its traffic is exceedingly well 
diversified, showing large increases along all lines. Yet it 
is not apparent that the Hawley system can throw any large 
amounts of additional traffic over this road. The advantage 
is apt to work the other way, and the comparatively short line 
of the Alton appears to be the only direct and important 
beneficiary. Much the same thing is true of the relations of 
the Kansas City, Mexico & Orient with the rest of the Hawley 
system. The direct traffic contract is with the Alton, and it 
wiil require a roundabout and rather incomprehensible routing 
of freight if the other lines in the system are to profit 
by it heavily. 

There are two objects in welding together a group of rail- 
ways into a system; one is to acquire mutual benefit through 
exchange of traffic which would otherwise move in different 
channels; the other is to consolidate operating, mechanical, 
traffic, engineering and purchasing departments, so that a 
staff of the highest skill and efficiency can give its extremely 
valuable services to all the lines alike, the result being one 
extremely good headquarters staff instead of a dozen weak 
ones. At present, the Hawley group of roads does not ap- 
pear to possess either of these elements of strength. From a 
traffic standpoint, it is obviously divided into two parts—the 
lines east of Chicago and the lines west of Chicago—and 
these parts do not seem to have any very natural affiliation 
for each other. Nor has there been as yet any consolida- 
tion of management and operation. It seems probable that 
majority control would have to be substituted for minority 
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control before any general amalgamation can take place at 
headquarters; at present the control is that of friendly owners 
rather than of direct holding, and such direct holding as is 
done is divided between several holding organizations; thus, 
the Chesapeake & Ohio controls the C., C. & L., the Clover 
Leaf controls the Alton, and the Alton in turn has a traffic 
con.racl with the Orient road. In this respect, there is a 
certain analogy betweeen the organization of the Hawley 
system and of the Gould system, but the Gould organization, 
with all its grave defects, has the advantage of controlling 
through majority holdings, by the men who are joint owners. 

Taking all these facts into consideration, the Hawley group 
still looks chiefly like a collection of individual properties, 
bought to sell again. But, although there is nothing in the 
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AN INTERSTATE COMMERCE COURT. 





President Taft favors the establishment of an accusatory 
bureau in the department of justice to institute prosecution: 
for violations of the interstate commerce law and the anti- 
trust law and the creation of an interstate commerce cour! 
of five members, to which all appeals from orders of the com- 
mission shall be made. We stated in our issue of September 
24, page 529, some reasons why the prosecuting function of 
the commission should be transferred to a special bureau. The 
argument for the creation of a special interstate commerce 
court is also very persuasive. 

Even though relieved of its duties as a prosecutor, the 
commission cannot be expected, under present conditions, to 
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The Hawley System. 


The Kansas City, Mexico & Orient is affiliated only by traffic con- 


tract with the Alton. 
The Chesapeake & Ohio owns a one-sixth interest in a majority of 
Hocking Valley common stock. 


past history of the Hawley operations to make the situation 
appear different from this, there are several present facts of 
great importance which may change this condition entirely. 
One is the physical link supplied by control of the Chicago, 
Cincinnati & Louisville. Another is the obvious harmony of 
working which can be effected between the Chicago & Alton 
and the Missouri, Kansas & Texas. Mr. Hawley has moved 
rapidly in his selection of independent roads, and he has 
selected good ones; it remains to be seen what use he will 
make of them. 


view in original proceedings in the federal courts, also, no 
doubt, has tended to cause it to render some decisions that no 
court would have rendered, and to cause the railways to treat 
it and its findings with less respect than they pay to the 
federal courts and their decisions. 

Appeal may be taken now from an order of the commis 
sion to any United States circuit court. The federal courts 
have not the same defects for passing on rate cases as the 
commission, but they have others almost as bad. The life 
tenure of judges makes them much less subject to the in- 
fluence of popular prejudice or passion. They have none of 
those duties of the prosecutor that inevitably have tended 
in the past to give the commission an anti-railway bias. But 
the ordinary federal judge has no special knowledge of rail- 
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way matters. He has no opportunity to acquire it. Probably 
there are no two federal judges in the country who have a 
tithe of the knowledge of railway traffic matters that is 
possessed by Chairman Knapp and Commissioner Prouty. A 
single rate case may involve more than all the other cases 
that a federal judge tries in a year; but he can give to it 
only a relatively small amount of his time. The consequence 
of all these things is that the federal courts, while disposed 
to be fair, are apt to decide rate cases of the greatest moment 
on technical points of law instead of on the fundamental 
juridical and economic principles involved; and we go through 
year after year and decade after decade of railway litiga- 
tion without seemingly getting any nearer to a settlement 
of the basis on which railway rates ought to be and are to be 
regulated. The fundamental question involved in every 
controversy, and in every litigation over rates is, “What is a 
reasonable rate?” No shipper can attack a rate or a schedule, 
no railway can defend it, no commission or court can pass 
on it, without raising or tacitly or avowedly passing on this 
question. Yet in all the decisions of the commission and in all 
the decisions of the courts in railway Cases, there cannot be 
found anything approaching a comprehensive and definite 
answer to this vital question. The circuit courts often have 
rendered absolutely contradictory decisions. The roads have 
been required to obey the law when the courts differed as to 
what it was. The courts often have blocked the path of both 
commission and railways, particularly the former; but they 
have given few useful positive hints or suggestions as to 
what path legally may be taken in the making or regulating 
of rates. 

Some body is needed which shall combine the expert knowl- 
edge of railway matters that members of the Interstate Com- 
merce Commission acquire, when they are left on the com- 
mission long enough, with the legal knowledge, the im- 
partiality, the freedom from the influence of popular passion 
and ‘clamor of the federal courts. A court such as Mr. Taft 
suggests, whose members would be appointed for life, would 
meet this need. It would relieve the other federal courts of 
a mass of litigation with which they are not equipped to cope, 
and probably would settle by an intelligent, consistent, au- 
thoritative series of precedents many of the doubtful points 
that give rise to much of the prevalent~-controversy and 
litigation. It should be able to aid materially in the solution 
of the “railway problem.” 





CHICAGO, ST. PAUL, MINNEAPOLIS & OMAHA. 





The Chicago, St. Paul, Minneapolis & Omaha is controlled 
by the Chicago & North Western and is a North Western 
line, both in location and in general policy of management. 
The main line of the Omaha road runs from Duluth through 
Minneapolis and St. Paul to Omaha. This forms a north and 
south line connecting up the western ends of the various lines 
of the Chicago & North Western, which extend fanwise out 
from Chicago. It is a road which has shown very steady 
earning power. Since 1893 it has paid dividends of 7 per cent. 
yearly on the preferred stock, and in 1897 an initial dividend 
of 2 per cent. was declared on the common stock. Since 1905 
7 per cent. has been paid on the common. Even as compared 
with such roads as the North Western itself, the Omaha road 
is lightly capitalized per mile. Its outstanding stock is at 
the rate of less than $20,000 per mile and its outstanding 
bonds at the rate of a little over $17,000 per mile, making a 
total of about $37,000 per mile. The North Western has out- 
Standing approximately $16,300 stock per mile and $21,700 
bonds, or a total capitalization of about $38,000 per mile. 

During the fiscal year ended June 30, 1909, the improve- 
ment in gross earnings was steady, and the greater part of 
this gain in gross was saved for net. Total operating revenues 
amounted to $13,500,000 in 1909, an increase over the previous 
year of $70,000. Total operating expenses amounted to $8,- 
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800,000 in 1909, an incréase of $340,000 over 1908. This left 
net operating revenue of $4,700,000 in 1909 and $4,400,000 
in 1908. 

Passenger revenue furnishes a greater proportion of the 
Omaha road’s gross than is the case with most of the other 
roads in its territory. Last year the revenue from passengers 
amounted to $3,990,000, an increase of 8 per cent. over the 
previous year, and the number of passengers carried one mile 
amounted to 205,200,000, an increase of 10 per cent. The 
average rate per passenger per mile is fairly high. It 
amounted to 1.945 cents last year as compared with 1.979 cents 
in 1908. 

Freight revenue was $8,600,000 in 1909, an increase of 4 
per cent., and the number of tons of freight carried one mile 
was 955,400,000 last year, an increase of 3 per cent. The 
average revenue per ton per mile was 0.903 cents in 1909 and 
0.891 cents in 1908. The average train load increased about 
5.5 per cent. and was 245 tons in 1909. 

The increase in operating expenses was divided among all 
classes of expenses. Conducting transportation cost $5,000,000 
last year as against $4,900,000 the previous year. Maintenance 
of way cost $1,600,000 as against $1,590,000 the year before, 
and maintenance of equipment cost $1,600,000 as against $1,- 


500,000. The following table shows the unit costs of main- 
tenance: 
1909. 1908. 
*Maintenance of way .............. $903 $987 
fRepairs per locomotive ............ $1,595 $1,548 
= * “PRMSONEOP CAP ..0 <6 cess 449 433 
- aa a ee 32 33 


*Per mile of first and second track, no figures being given for the 
number of miles of sidings and switch tracks maintained. 

tRepairs only, no account being taken of renewals, depreciation or 
superintendence charges. 


The charges for repairs to locomotives and to passenger 
cars are not high, but are ample. The charges for repairs 
of freight cars appear to be considerably below what most 
roads find it necessary to spend on this account. The com- 
pany, under the classification prescribed by the Interstate 
Commerce Commission, makes a charge for depreciation, in 
1909, on locomotives of $98,000; on passenger cars, of $20,000, 
and on freight cars, of $190,000. This, together with the 
charges for renewals, made a total-credit of $406,000 to the 
fund for equipment replacement. The total credit to this 
account on June 30 was $800,000. This includes the balance 
to the credit of the account brought over from previous years. 
During the year 12 locomotives and 500 box cars were bought 
at a cost of $500,000, so that the balance unexpended credited 
to equipment replacement June 30, 1909, amounted to $300,000. 

The fund for improvements amounted to $180,000 at the 
beginning of the year, and all of this was spent except about 
$70,000. There was no charge made during the year to in- 
come account for additions and betterments. 

The following table gives a comparison of the operations 
of the company in 1908 and 1909: 


1909. 1908. 
Average miles operated ...... 1,734 1.72% 
Freight revenue ........... $8,627,853 $8,276,781 
Passenger revenue ........ 3,990,945 3,690,484 
Total operating revenue ..... 13,524,650 12.840,369 
Maintenance of way....... 1,613,784 1,585,380 
Maintenance of equipment.. 1,577,831 1,507,268 
URONNNG o oe -oci ke cow 0 10 see o 266,402 235.916 
TRRMSPOPtATION ...<. 6660s 5,000,766 4,860,076 
Total operating expenses..... 8,831,229 8,487,240 
SIU solr aa acerca ot a. é'n doe .0i a a 641,167 630,745 
Operating income ........... 4,050,542 3,734,248 
Gross corporate income ...... 4,173,606 3,950,764 
Net corporate income ........ 2,262,240 2,105,054 
i” | ee een 2,086,910 2,086,910 
PRN sone Sie cicece seer 157,330 18,144 





SOUTHERN RAILWAY. 





The Southern Railway, one of the great railway systems of 
the country, has had a particularly hard pull to get itself into 
shape for profitable operation. The company operates more 
than 7,000 miles of line, covering the southern states and 
extending as far west as the Mississippi river. The system 
was built up by the consolidation of a great number of small 
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lines, many of them built exceedingly cheaply, and through 
territory that is only now beginning to be profitable for a 
railway to operate in. The Southern has had a succession of 
difficulties to overcome that at one time seemed to be on the 
point of overwhelming it. : 

Labor in the South, while cheap, is inefficient, especially in 
train operation, and particularly hard to impress with a 
respect for authority and the meaning of discipline. Southern 
trains were late because the labor that was available for 
train crews, despatching, etc., did not have a sense of time 
value. This inefficiency was probably the first and one of the 
most difficult problems in the actual operation of the road. 

In 1907 the South was more prosperous than at any time 
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expressed in the legislature and the press demanded instant 
improvement. The South was becoming an industrial and 
manufacturing territory and it was necessary for the southern 
manufacturers to compete with manufacturers served by such 
a road as the Pennsylvania. Every effort was made to get 
the Southern property into shape to handle increased busi- 
ness. To do this it was necessary to sell new securities. 

At the very time that the company was looking for a pur- 
chaser for its bonds, the panic struck the country. Earnings 
of all railways fell at an alarming rate, and in the meantime 
the Southern’s expenses were left way up in the air. The 
problem now became one of raising money at almost any cost. 
Where it was possible, short term notes were sold, but for a 





MA 

hy 
©% Gosport 
a | ~ i o CINCINNATI 

C) Coal 

ro. Be won 

- 9, ? Ww 
C2 o's 


< 
2) 
2 ¢ 
= 
"= 





a 
ORT 
ues rgetown 


Ot Ton 
—! 4 ye HN 


Db y 
0" 
Lawens® y, iche Jasville 


4% 4B Mootiogborg ny, 
pincolu City 


° OCannelton 


“Rockport 


cvanevie™ 


OANVILLEY 


> a. ee! 


Wear Po, 


~ oy as “a 
oe storks? ae) : - 
i. a4 


ae, 4 





Barr, 
Mo, 
Re 


R 


Bh rR, 
80 oy * , . rg 1 TON 


: 4, 
V arrentong ", 
Calverton 


WEST VIRGINIA 


G 


iv isniquth 





° - 
0 ieetG 
yar ; 


@, 
Aeenseons 


re 
GoLosBoRO 


O} 
WILMINGTON? 








Southern Railway. 
The Southern does not operate the lines shown crosshatched, but has an interest in them. 


since the civil war; consequently there were heavy increases 
in the volume of traffic offered to the railways and their 
facilities were overtaxed. For instance, gross earnings of the 
Southern in 1907 were $56,700,000, an increase over 1906 of 
about $3,000,000, while expenses and taxes were $44,000,000 in 
1907, an increase of nearly $5,000,000 over 1906, so that the com- 
pany earned net about $2,000,000 less in the year of great pros- 
perity that it did in the previous year. The management recog- 
nized that improvements were necessary to handle the volume 
of traffic, that second track was needed at many places, and 
that more equipment should be put in service, but they were 
hardly left to their own judgment as to how rapidly it was 
possible to make these improvements with a proper regard 
to the financial condition of the company. Public opinion as 


time at least it seemed as if the credit of the company had 
been completely undermined. 

During the fiscal year ended June 30, 1909, the Southern 
was able to sell, at a rather heavy discount, about $24,000,000 
development and general mortgage 4 per cent. bonds, and 
with the proceeds retire short term notes, equipment obliga- 
tions, and make some appropriations for improvements and 
betterments. There was charged off during the year $500,000 
to income for discount on securities sold, and $3,200,000 to 
profit and loss for discount. This, added to the sums charged 
for discount in previous years, makes a net discount on 
securities sold up to June 30, 1909, of $7,800,000. The ac- 
vantage of getting the debt funded for a long term is ap- 
parently well worth what it costs. Some readjustment was 
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necessary, and the way in which it was done was unques- 
‘ionably less expensive than would have been a receivership. 

In efficiency of operation the company made great advances 
over the bad showing in 1907 and the disappointing showing 
in 1908. Total operating revenue amounted to $52,200,000 in 
1909 as against $52,900,000 in 1908, and operating expenses 
amounted to $35,600,000 in 1909 and $39,900,000 in 1908. On 
June 30, 1908, the Tennessee Central, 217 miles, was turned 
over to its owners, and the Southern Railway and the Illinois 
Central, which had been operating it jointly, decided not to 
exercise the option that they had on the property. The 
Southern Railway in Mississippi, 281 miles, operated by the 
Southern Railway up to January 1, 1909, was operated 
separately after this date. Gross earnings, therefore, in 1909 
are not directly comparable with the 1908 gross, because in 
the former year the company was operating considerably 
more mileage than in 1909. The total results, however, of 
operation of the Southern Railway for 1909 are comparable 
with the operations as a whole for 1908, since expenses and 
rentals must also have decreased when the company ceased to 
operate the Tennessee Central and the Southern Railway in 
Mississippi. 

Freight earnings amounted to $34,400,000 in 1909 and to 
$34,200,000 in 1908. There were 3,600,000,000 tons of freight 
carried one mile in 1909 and 3,400,000,000 tons carried one 
mile in 1908. The average length of haul was 163 miles last 
year and 153 miles the previous year, and the average receipts 
per ton per mile were 0.952 cents in 1909 and 0.974 cents 
in 1908. 

The number of passengers carried one mile was 623,000,000 
in 1909 and 605,000,000 in 1908, the average revenue per 
passenger per mile being 2.170 cents in 1909 and 2.294 cents 
in 1908. 

Of the total decrease in operating expenses, 56 per cent. 
was in transportation expenses: In 1909 condycting trans- 
portation cost $18,300,000; in 1908, $20,800,000. Maintenance 
of way cost $6,000,000 in 1909 and $7,100,000 in 1908. Main- 
tenance of equipment cost $8,200,000 in 1909 and $9,100,000 in 
1908. The following table shows the unit costs of main- 
tenance: 


‘ 1909. 1908. 
*SMaintenance Of WAF ... oic< ks. s.cve esiete $760 $801 
+Repairs per IDCOMGEIVO. 6063 cases i 740 1,844 

aant' "an ara "557 704 
‘i ie EMT ONES reiccereicgioic 


*Per mile of first, second, third, ete., track a Aa a of 
siding and switch track being counted equal to one mile of main track. 

7Does not include renewals, depreciation or superintendence charges. 

The unit figures for maintenance in 1908 are not high, and 
in 1909 they were cut rather deeply. It is not fair, however, 
to compare either the maintenance charges or the sum spent 
for additions and betterments on a road lying in the territory 
covered by the Southern Railway and the same figures for a 
road lying in the East or North. The country simply cannot 
support a high-standard railway; moreover, the branch line 
mileage of the Southern Railway is very large as compared 
with its main line mileage, and the maintenance of these 
branch lines can be, and ought to be, done cheaply. Many of 
the branch lines are in poor territory, which is now getting 
better railway facilities than it is as yet able to support, and, 
pending the growth of the country, as little as possible must 
be spent on this unproductive mileage. The Southern Rail- 
way is, on the whole, rather better maintained than most other 
roads in its territory. The Atlanta, Birmingham & Atlantic, 
in receivers’ hands, shows what happens to roads that build 
too expensively in the Southeast. 

Last year the Southern spent $1,800,000 for additions, 
charging all but $78,000 of this to capital account. The total 
payments for equipment during the year were $3,100,000, of 
Which $2,200,000 was charged to capital account and the re- 
maining $900,000 to replacement account. This represents 
the payment on account of equipment trusts canceled and 
dors not represent the payment for any equipment in addition 
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to what the company now has the use of. There was no roll- 
ing stock added to what the company had in service June 
30, 1908. On the other hand, the number of all classes of 
equipment in service was less at the end of the year than at 
the beginning, partly because of the equipment returned to the 
Tennessee Central, and because some equipment was con 
demned, destroyed or sold during the year. There were 55,079 
freight cars in service June 30, 1908, and during the year there 
were destroyed or sold 1,891, leaving, after the return 
of the Tennessee Central equipment, 52,689 cars in service 
June 30, 1909. 

President Finley, in concluding his remarks, says: 

“More than conventional acknowledgments are due by the 
board and the security holders to the officers and employees 
of the company for their work during the past year. Not 
only have they been faithful in the discharge of their assigned 
duties, but they have been infused with a new spirit of en- 
thusiasm in the interests of the company, which are indeed 
their own interests. Co-operation between departments has 
been marked, while never before has there been such evidence 
of the loyalty of employees in all ranks of the service. This 
is the fruit of that greater efficiency of labor on which there 
cannot be laid too serious stress in estimating the results. 
already obtained and the prospects for the future.” 

The results of operation emphasize these remarks. The op- 
erating ratio, including taxes, was reduced from 74.79 per 
cent. in 1908 to 68.16 per cent. in 1909. The total transpor- 
tation cost per revenue train-mile was 62.66 cents in 1908 
and 60.75 cents in 1909. The loaded cars per train averaged 
13.46 in 1908 and 15.19 in 1909. The average trainload was 
192.27 tons in 1908 and 215.57 tons in 1909. Of the total ton- 
nage carried, fuel forms 32.5 per cent., and products of forests 
furnishes 17.25 per.cent. Cotton itself constitutes less than 2 
per cent. of the total tonnage, but as there are approximately 
2 lbs. of seeds to each pound of lint‘cotton, and since the 
manufacture of products from this seed is becoming an im- 
portant industry in the South, the tonnage of the various 
products closely connected with cotton forms 7.23 per cent. of 
the total tonnage. More than 70 per cent. of the revenue 
freight carried by the Southern was produced in the South, 
and President Finley points out that the South is no longer 
a mere producer of raw materials. The textile industry spun 
and wove 18 per cent. of the last cotton crop and the South- 
eern Railway handled 61 per cent. of the manufactured prod- 
uct. The tonnage of merchandise traffic exceeds the tonnage 
of cotton and its entire products, and the combined tonnage 
of merchandise, manufactures and miscellaneous freight fur- 
nished about 17 per cent. of the total tonnage last year. 

While there is no prospect of immediate great increase 
in gross earnings without a corresponding increase in oper- 
ating expenses and in traffic congestion, the Southern Railway 
has, apparently, in the past year turned the corner in its 
struggle against difficulties, each of which made the others 
more intense. The company has now got its department in 
manageable shape, its operating forces well in hand, and can 
look forward to making improvements that will make its 
property in time able to handle the great volume of traffic 
that is bound to come with the industrial development of the 
South. 

The following table gives a result of the operations of the 
company for 1908 and 1909: 


1909. 1908. 
Average mileage operated ... 7,170 7,136 
Freight revenue ......... - $34,376. 619 $34,171.329 
Passenger revenue ........ 13,510.791 14,315,961 
Total operating revenue ..... 52,188,107 52,.941.717 
Maintenance of way....... 6.016.661 7.199.173 
Maintenance of equipment. 8,193,753 9,138,378 
. 0 a ee ee 1,252,328 1.300.233 
"TEARGDOFCALION ...<..0 0s 6 cs 18,348.507 20,773.253 
Total operating expenses .... 35.568.981 39,854,722 
MM yo eret a Grar hi alae oat ad ase 1.916.702 2,027,967 
Operating income ........... 14,839,388 11,080.290 
Gross corporate income....... 17,737,699 15,846,967 
Net corporate income .... 3,589,385 401,850 
Additions and betterments. 78,285 122,707 
PNRM ais a weereawwien sadn cies 3,511,100 279,143 
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Letters to the Lditor. 


BIG TRAINS ON THE VIRGINIAN. 








Norfolk, Va., Oct. 13, 1909. 
To THE EDITOR OF THE RAILROAD AGE GAZETTE: 

Various items have appeared in the daily press concerning 
trains—some of them rather fabulous—that have been han- 
dled on the Virginian Railway. I think it would be interest- 
ing to the Railroad Age Gazette to have a record of a train 
which I happen to have before me, and I send along with it a 
photograph of the engine and train. There is a caboose on 
the rear end of it, which can be noticed by very close inspec- 
tion of the photograph. This train consists of one of our 
Class MB Mikado engines, 24 x 32 cylinders; 56-in. driving 
wheels, carrying 190 lbs. of steam; weight on drivers, 207,450 
Ibs.; on front trucks 20,850 lbs.; on trailing truck 25,700 Ibs. 
The weight of tender when loaded with 9,500 gals. water and 
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brakes on a long train of this make-up, with one of the repre 
sentatives of the Westinghouse Air Brake Company. There 
was not a hitch in the whole run. It might interest you 
also to know that the brakes acted perfectly, and it was nevei 
necessary to make an application of more than 10 Ibs. 
R. P. C. SANDERSON, 
Superintendent of Motive Power, Virginian Railway. 





THE RAILWAY BUSINESS ASSOCIATION. 





New York, October 19, 1909. 
To THE Epirok OF THE RAILROAD AGE GAZETTE: 

The Railway Business Association will hold its annual meet- 
ing at the Waldorf-Astoria Hotel, New York, on November 10, 
1909. This will be a very important occasion, which it is 
proposed to conclude with a notable dinner, having among the 
guests eminent leaders in the railway, manufacturing, com- 
mercial and political worlds. 

If the association is to be made a permanent economic force, 
which many of those deeply interested in railway and allied 

















Big Train on the Virginian. 


16 tons of coai—173,000 lbs. Total heating surface, 4,466 sq. 
ft.; 51 ft. grate area. Total length of engine, 73 ft. 8 in. The 
train consisted of 100 Virginian Railway Company’s steel coal 
cars 43 ft. leng over couplers, equipped with K-2 triples, 
loaded with coal. The total weight of the train behind the 
engine was 7,562 tons—cars carrying almost exactly 5,500 
tons of coal, and a caboose weighing 18 tons. The caboose 
is about 30 ft. long over couplers. The train was made up in 
the ordinary way, inspected and turned out without any 
special preparation. The engine arrived in Victoria terminal 
between 8 and 9 o'clock at night, and was coaled and left 
at 4 o’clock next morning. The engineman and fireman 
called were the first on the slate to go out. The engine has 
been in service since last May without anything but the 
smallest amount of running repairs. Train left Victoria 4.23 
a.m., and arrived at Sewall’s Point at 1.05 p.m. same date, 
a distance of 124.8 miles, making three stops for water and 
passing two trains on the road. The grade run, of course, is 
easy; but there are a number of opposing grades which are 
too long for momentum grades. These grades are about 
10 ft. to the mile. It was necessary to take a good deal of 
slack to get the train in motion, which, you will appreciate, 
means that the couplers and draft gear have to be of the best. 

The writer rode this engine for the entire trip, and 
watched the performance of the engine and the action of the 


Weight Behind Engine, 7,562 Tons. 


Coal Carried, 5,500 Tons. 


interests have vigorously declared should be done, then there 
is need of a large representation of its membership and a 
full and careful consideration of the best means for enlarging 
its usefulness. The more people who are actively interested 
in its work, the greater will be its influence, and it is most 
desirable that if, in the opinion of any of its members, its 
plan and scope should be broadened or its methods changed, 
the annual meeting be made the place for consideration of 
all such matters, to the end that enthusiasm may prevail and 
all may feel that they are important factors in the movement. 

The dinner, it is now assured, will be attended by one of 
the most distinguished of gatherings, since the members of 
the association, themselves an influential group of industrial 
captains, will have as their guests celebrated railway officials, 
financiers, men of commerce and publicists. The dinner, more- 
over, will have a purpose—for the addresses of the national 
figures who are to speak will be a sort of symposium of 4as- 
surances to the public that all concerned are earnestly seeking 
to promote permanent concord between public and railways, 
and prosperity for both. 

So important is this meeting that every member of the asso- 
ciation ovght to be represented and participate in the pro 
ceedings, and everyone who has the opportunity to attend ihe 
dinner should arrange to do so. GEORGE A. POST, 

Presiden'. 
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THE HUDSON AND MANHATTAN TUNNEL SYSTEM. 





BY J. VIPOND DAVIES. 





We. 
TRACK. : 

Generally speaking, the standard track throughout all the 
lines of the company consists of white oak ties, laid in broken 
trap rock ballast on a flat surface of concrete forming the 
invert. This concrete invert fills the flanges between the 


plates in the tube tunnels and a drain is formed with a rein- 
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efficiency. This tool was designed by officers of the company 
for the particular use to which it was put. 

All the rail used in the downtown tunnels has been 0.90 
per cent. carbon manufactured by the open hearth process 
by the Bethlehem Steel Company, and on heavy curves either 
chrome nickel or manganese rail was used, according to the 
radius of curvature. 

The contact (third) rail is of special type, designed by L. B- 
Stillwell, the company’s consulting electrical engineer. This 
rail is carried on heavy porcelain insulators, and secured by 
pressed steel brackets to long ties spaced about 10 ft. apart- 
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Signal and Automatic Stop. 


forced concrete slab over the same along the center line of the 
tunnel, which provides efficient drainage of the tunnel. 

The rails are 85-lb. A. S. C. E. section with Continuous rail 
joints, and all rails are attached to the ties with screw spikes 
of special design for this company’s work. Goldie tie plates 
are used throughout, the plates being put on the ties under 
hydraulic pressure before the ties are sent into the tunnels, 
the plates being put in to exact template spacing. Holes in 
the ties for the screw spikes were bored with a pneumatic 
auger before the ties were taken into the tunnels, and the 
Screw spikes put in place and driven with a pneumatic screw 
driver which proved very rapid in operation and of great 


The contact rail is protected by an overhanging board of 
Australian jarrah wood. 4 

At heavy curves and in the downtown terminal, as well as 
at special points where reinforcing was executed, the track was 
laid in solid concrete. 

Guard rails are installed on all curves of less than 750 ft. 
radius, these rails being 100-lb. section A. S. C. E. and 9-16 in. 
higher than the running rail. 

All frogs and switches are of manganese steel. 

DUCTS. 

Electric ducts are carried throughout all tunnels in such 
number as is needed by the electrical department, but arranged 





746 


in all cases in internal benches within the lining of the 
tunnels. The right hand bench wall in the direction of train 
movement carries all interferences of every kind, signals, air 
pipe lines and pump discharge lines, etc., leaving the left nand 
bench wall clear for employees or for a walk-way for persons 
in case the necessity arises. The ducts throughout are vitrified 
tile ducts, 34%4 in. square, with rounded corners and grouped 
between manholes as most convenient in each particular sec- 
tion of the tunnels. 
SIGNALS. 


The signal system throughout is arranged for operation of 
eight-car trains on headway of one and one-half minutes in 
either direction and on all lines. The signals throughout are 
arranged with the double overlap and there is a full equip- 
ment of automatic train stops. 

On the uptown line, between Hoboken and Twenty-third 
street, New York, the signal installation was by the General 
Railway Signal Company, and consists of an all-electric system 
with the Kinsman electric-motor operated train stops and 
electrically operated visual sipnals. The interlocking plants 
in this installation are also electrically operated, and il- 
luminated track models are installed at each interlocking 
tower. 

For the dewntown work, however, the installation was made 
by the Union Switch & Signal Company, and the equipment 
is electro-pneumatic, including the train stops. An _ il- 
luminated track model at the Church street’ termi- 
nal indicates the entire movement in both tunnels between 
the Pennsylvania station, Jersey City, and the Church street 
terminal, New York. A similar model at the Pennsylvania 
station indicates all diverging and converging routes at the 
Pennsylvania station and the movement westbound from the 
Church street terminal, but does not indicate the eastbound 
movement after trains clear the Pennsylvania station. 


VENTILATION. 

The general principle adopted throughout for the ventilation 
of all tunnels is for the removal of air forced through by the 
trains under the piston effect in advance of trains and forcing 
in fresh air behind a retreating train. These ventilating plants 
are installed at points of junction between tubes, where the 





Finished Track at Church Street Terminal. 
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air would otherwise mix or short circuit. For this purpose 
there are ventilating plants arranged as follows: 

Ninth street. There is a suction and blower plant arranged 
for this junction. 

Christopher and Greenwich streets. 
at sub-station at this point. 

Morton street. There is a suction plant drawing out air 
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Signal and Automatic Stop. 


from the eastbound tunnel at the foot of this street, with an 
uptake through a shaft to the street surface. 

Fifteenth street, Jersey City. At this point there is a suc- 
tion fan installed exhausting air from the westbound tunnel 
from New York. 

Hoboken terminal. There is a fresh air blower plant at 
this location supplying air into the southbound (also east- 
bound) tunnel. 

Church street terminal. At this point there is a suction and 
blower plant. The suction plant draws the air out of the east- 
bound tunnel below the tracks, discharging into the open air, 
and the blower plant exhausts air out of the center of the 
terminal station and forces air into the westbound tube in 
the rear of departing trains. : 

















Track at Church Street Terminal under Construction 
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This system of ventilation, as carried out with the tube 

system, has proved thoroughly efficient. 
WATERPROOFING. 

Wherever work is executed by open-cut methods the struc- 
ture is waterproofed with fabric and pitch applied in the 
usual manner, making a complete envelope around the struc- 
ture. As the greatest part of this work, however, was exe- 
cuted by tunnel methods this manner of waterproofing was not 
feasible, excepting in small portions of the work. The method, 
therefore, adopted was invariably to grout with Portland 
cement in the rear of the plate lining or concrete lining, and in 
the majority of cases this application answered the purpose of 
making the tunnels perfectly watertight. Owing to the im- 
perviousness of neat cement this was the only waterproofing 
adopted on the coffer dam walls on the Church street terminal 
and approaches. In the iron-lined sections of tunnel all joints 
of the plate segments were first grummeted on the bolts with 
flax and red lead under the bolt washers, and caulking 
spaces between the joints of the plate lining were first caulked 


Triangulation surveys across the river were carried out 
for the uptown lines, as well as for the downtown lines, and 
these triangulation surveys connected together and also joined 
up on either side by land surveys between. The location of 
the uptown tunnels enabled a complete quadrilateral to be laid 
out with base lines measured on both sides of the river, check- 
ing one against the other, and the underground surveys were 
carried through from a direct wire line joined in upon one of 
the base lines of the triangulation survey, the wire lines being 
on the direct surveyed line. This made the instrumental work 
for the uptown tunnels comparatively easy, and the lines ex- 
tended all the way from New Jersey to New York joined 
within 1 in. in alinement. 

On the downtown tunnels, however, the difficulties were very 
much greater. There are curves in ‘the tunnel alinement at 
eaco end, so that direct lines from end to end underground 
were not possible. Further than this, at neither end was it 
possible to get the wire lines on the axis of either tunnel. At 
the New Jersey end one wire line was plumbed, using fine 
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Track at Church 


with a thread of lead wire, followed up and supported with 
rust joint cement. Throughout the concrete work waterproof- 
ing was done by plastering on the internal and exposed sur- 
face with one of the usual types of waterproofing compounds 
mixed with neat Portland cement and applied with a trowel, 
this method answering admirably in a majority of cases. At 
the same time, in persistent leaks, it was found necesary to 
cut right back into the concrete and expose the voids and then 
reconstruct such portion of concrete with a rich mixture of 
cement. As a general rule, for waterproofing of concrete work 
a rich mixture of cement in the concrete with thorough and 
éficient ramming has answered the purpose and constituted 
the only waterproofing used. 
INSTRUMENTAL WORK. 

The laying out of the work in the field, owing to the con- 

striction being entirely underground, had to be carried out 


wit! wire lines extended from surface surveys to underground 
surveys. 


Hard Boiler Cinders 
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Street Terminal. 


brass wire and heavy lead wing weights, oscillating in water 
baths at the vertical shaft at Pier C. A 10-in. pipe was driven 
down from the surface at Exchange place, Jersey City, into 
the cross-heading used for construction purposes and the other 
wire line plumbed through that pipe. This constituted the 
base line from which the surveys were carried underground. 

On the New York side, similarly, wire lines had to be 
plumbed down at different points in the streets on a line 
turned from the triangulation survey, and the direction of 
the underground surveys had to be calculated to give the direc- 
tion for the underground survey lines. This extremely diffi- 
cult piece of work was carried out by two independent corps 
working at different times and checking each other, and their 
work was so accurate that the first tunnel driven through 
(south tunnel) joined within 0.16 ft. in line and 0.004 ft. in 
grade. 

All these surveys were carried on at night on account of the 
reduced interference by outside conditions and the better at- 
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mosphere in which to carry on the surveys. In addition to 
this, all base line measurements were carried on at night, as 
the more uniform temperature at that period of the day also 
added to the accuracy of the work. 


ORGANIZATION. 

Since the year 1902, when the work was taken over by the 
present company, it has been executed with the company’s own 
organization. 

The president of the Hudson Companies is Walter G. Oak- 
man, and the vice-president and treasurer, William Henry 
Barnum. 

The president of the Hudson & Manhattan Railroad Com- 
pany is William G. McAdoo, and the vice-president, Wilbur C. 
Fisk. 

The chief engineer of both the Hudson Companies and the 
Hudson & Manhattan Railroad Company was Charles M. 
Jacobs, and the deputy chief engineer, J. Vipond Davies. 
These gentlemen are of the firm of Jacobs & Davies, Inc., 
consulting engineers. 

The staff was divided into two general departments—engi- 
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New Jersey Lines; Hudson & Manhattan. 
Showing western portion of system, including Summit avenue exten- 





sion. This will run under the Pennsylvania tracks to Summit avenue, 
at which point it will come to the surface and the tunnel trains will 
run over the Pennsylvania to Newark. This extension was mentioned 
in the first instalment of this article, appearing in our issue of Sep- 
tember 17. ie 
neering and construction—both reporting directly to the chief 
engineer and the deputy chief engineer. 

The engineering department had at its head the principal 
assistant engineer, whose staff consisted of an engineer of 
design, a chief draftsman, three division engineers with the 
necessary corps of assistant engineers, resident engineers, 
instrumentmen, rodmen, chainmen, inspectors, etc. This de- 
partment was charged with the design, survey, inspection, 
setting out, estimates, records, etc. 

The construction department was divided into five divisions 
at the head of each of which was a works manager, and 
each works manager had a full staff consisting of a master 
mechanic, superintendents, assistant superintendents, chief 
electrician, electricians, walking bosses, foremen, mechanics, 
laborers, etc. This department had actual direction of the 
workmen, the ordering of materials and supplies, the opera- 
tion of the power plants, etc. 

The electrical installation and car equipment have been de- 
signed and constructed under the direction and supervision 
of Lewis B. Stillwell as consulting electrical engineer, with 
Hugh Hazelton as electrical engineer and John Van Vleck as 
mechanical engineer. 

The project since the year 1902 has been financed to com- 
pletion by Harvey Fisk & Sons, New York City. 
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RAILWAY SIGNAL ASSOCIATION. 


The annual meeting of this association was held at the Seel- 
bach hotel, Louisville, Ky., October 12, 13 and 14, about 300 
members being present, together with 60 of their wives and 
daughters. The president of the association, L. R. Clausen, 
superintendent of the Chicago, Milwaukee & St. Paul, at Chi- 
cago, occupied the chair. In his opening address he spoke 
of the vigorous growth of the association which, on March 11, 
1895, when it was formed at Chicago, had only six members. 
Now it has over 1,100. The receipts during the past year have 
been $5,326, and the expenses $5,284. The assets of the asso- 
ciation are now $2,827 greater than the liabilities. The work 
done by the association within the past three or four years— 
the formulation of specifications for manual interlocking, for 
power interlocking, for wire and cables and on other sub- 
jects—has been important. The investigation of signaling 
practice by committee No. 1 has now reached a very interest- 
ing stage. Mr. Clausen expects a harmonious outcome, not- 
withstanding the fact, which we may mention in passing, that 
he himself is one of the stoutest opponents of some of the prin- 
cipal propositions of the majority of this committee. Mr. 
Clausen mentioned as prominent items in the task before the 
association in the immediate future the harmonizing of the 
conceptions of signalmen with those of other operating offi- 
cers, in regard to some vital features of signaling; the further 
standardization of signal appliances and materials, and the 
investigation of the use of alternating currents in electric 
signal work. He warned the members against the tendency 
to approve new things not sufficiently tested. The critical 
watchfulness maintained over railways by municipal, state 
and federal governments is more exacting each year, suggest- 
ing the need of caution in all things affected with a public 
interest. It is to be hoped that the Railway Signal Associa- 
tion will be recognized as the final authority on all signaling 
matters, but to hold this position the association must be 
conducted with dignity and deliberation. 

The secretary reported the membership one year ago as 
1,096; added during the year, 193; total, 1,289. Resigned, 18; 
died, 5; lapsed, 127; net membership October 1, 1909, 1,139. 
The small net increase during the year is due to the fact that 
many signalmen have been out of work. With the increased 
activity of business these members ought to return. 

The meeting adopted with slight changes the proposed 
amendments to the constitution, one changing the date of the 
New York meeting from the second Tuesday in May to the 
second Tuesday in June; one providing that the journal of 
the proceedings shall be published four times a year, and 
making the price of this publication two dollars; one requir- 
ing the executive committee to refer to the American Railway 
Association for approval the important conclusions, findings, 
standards, etc., adopted by the R. S, A., and one requiring the 
executive committee to prepare a manual of recommended 
practice, in which shall be published the specifications and 
standards of the association, and such findings and conclu- 
sions as in its judgment may be of sufficient importance to be 
so published. In the manual the approval of the American 
Railway Association shall be indicated in connection with any 
matters that have received such approval. 


The most prominent subject considered by the meeting was 
the report of Committee No. 1, on signaling practice. 

This report was printed in part in the last issue of the 
Railroad Age Gazette, and the last part of it will be found 
on another page of this issue. Below we give an abstract of 
the discussion on it. The reports of the other committees 
and the discussions thereon are crowded out by lack of space, 
and will be given next week. 

The second day of the meeting, Wednesday, was practically 
all devoted to the discussion of the report of committee No. 1. 
Mr. Rudd, in presenting it, called attention to certain errors 
in the printing of the report. In exhibit No. 2 the “siow 
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board,” shown as 13-C, should be 14-D. In exhibit No. 3, the 
same change should be made, the “slow board” being shown 
as 14C; and the same in exhibit No. 4. In exhibit No. 5, 
aspect 18, the light should be lunar white. Referring to page 
696 of the Railroad Age Gazette, exhibit 5, the aspect shown 
to the right of No. 18 is to indicate a switch in a siding or a 
yard normal, or a non-interlocking siding derail closed. The 
two aspects shown at the bottom of this column are: horizontal 
target and purple light, non-interlocked siding derail open; 
diagonal target and yellow light, switch in siding or yard 
reversed. 

As the minority, in presenting their objections, offered no 
substitute plan, Mr. Rudd, chairman of the committee, moved 
that the report be accepted and sent to letter ballot. Mr. 
Rudd announced a brief addition to the report in the shape 
of a statement to the effect that, as a result of the letter 
ballot, it appeared that 149 members are in favor of further 
consideration of the merits of the upper left-hand quadrant 
semaphore, which was discussed at the New York meeting last 
June; and 108 not in favor. 

He also said that the committee had received a report from 
Dr. A. G. Thomson on the characteristics of lunar white lights 
and the possibility of difficulties with them, in case the ob- 
server should be color blind. This report was not presented. 
In substance, it shows that the appearance of lunar. white, 
as compared with red, green and yellow, is such that there 
would be no danger, even with a color blind observer. 

In the discussion the first speaker was Mr. Stevens (A., T. & 
$. F.) for the objectors. If this report is adopted, those op- 
posed to it will not be able to disturb it for a number of 
years, hence the association should adopt nothing that is not 
thoroughly sound. The interests of those who use disk 
signals must not be ignored. This association has never ap- 
proved two-position signaling, yet thousands of such signals 
are in use, and they must not be ignored. The present is the 
first proposal of a declaration of principles ever made in this 
field; therefore, let us discuss it most thoroughly. 

Mr. Rudd (Penn.), observing that the subject had already 
been discussed four years, called on Mr. Anthony to take 
up point No. 1 in the minority report. Mr. Anthony said that 
the proposition to use the 45-degree position to indicate the 
position of the next signal in advance was brought before 
the committee a year ago; it was referred to a sub-committee 
and considered in a thorough manner. This and the 
other principle, that the location of the arm on the post shall 
indicate speed, were adopted by the subcommittee, and this 
action was approved by a large majority of the full com- 
mittee. Where has there been a lack of investigation? The 
majority of the members are thoroughly convinced, and the 
time has come for action. if 

Mr. Rudd.—Consider the time that members have spent in 
discussing this subject. During the past year Mr. Ingalls has 
spent ten days at meetings, Mr. Cable 18, Mr. Mock 20, Mr. 
Patenall 20, Mr. Stevens 22 and Mr. Anthony 28; and all of 
the members have spent much time on the subject, besides 
that devoted to meetings. 

Mr. Stevens.—I have been on the committee from the begin- 
ning, but I have not heard adequate discussion of these 
two principles. 

Mr. Clausen (C., M. & St. P.).—It is not true that the rail- 
Ways of the country are in practice giving: the 14 indications 
which are proposed by the committee, and which it is claimed 
represent actual present practice. The article by Mr. Anthony 
in the Railroad Age Gazette of September 10 creates a false 
impression. The information given in the Standard Codes of 
the American Railway Association is largely for the compiler 
of rules, and is not to be treated as instruction to trainmen. 
The American Railway Association provides only four indica- 
tions: stop; proceed; proceed with caution; proceed and ap- 
Proach the next signal prepared to stop. Nothing more than 
these is required in automatic block signal territory. 
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The report says that the committee was confronted by the 
demand for conveying a vast amount of information. There 
was no such demand, except among members of the com- 
mittee; there is none outside. But there is a demand every- 
where for simplicity. Some large terminals could be satis- 
factorily signaled with 50 per cent. fewer signals and lights 
than are now used. The committee has provided three kinds 
of stop indications; there is no reasonable necessity for this. 
One is enough. The important thing is to indicate stop; give 
the reasons afterward. Indications 4 and 5—No. 4 continue 
and No. 5 resume speed—are not included in the standard 
code. The majority of officers will say that they are unneces- 
sary. Only technical reasons justify their inclusion here. A 
slow sign and a resume sign might conflict with a caution card 
held by the engineman. 

Indication No. 7 should never be given. It is dangerous to 
guarantee the position of a signal in advance. Indication No. 
8 is not necessary; the committee has shown no need for it, 
and there is no condition where it is required. Indication 
No. 9 is based on hair splitting considerations which are un- 
worthy of attention. Indications 11 and 12 are objectionable 
for reasons already stated. There is no need of having both 
13 and 14. Trainmen cannot be made to remember these 18 
indications. Every one of them will be classed by those men 
as stop, caution or proceed. 

Mr. Rudd.—Enginemen are not so ignorant as some people 
suppose. Those on our road have no trouble in reading all 
of the combinations that we have. The difficulties alleged in 
this connection are only a bugbear. Objection has been made 
to an indication to proceed after stopping; but is not this 
what is indicated by the use of the enclosed disk automatic 
block signal on the Chicago & North Western? As to the 
danger of guaranteeing a signal in advance, everybody, all 
over the country, does this in giving clear distant signals 
every day. 

The only departure by the committee is in having the home 
signal at 45 deg. give advance information, and in the use 
of the medium speed arm. This last will be needed every- 
where as soon as business becomes heavy. It is necessary 
on four-track lines where trains are constantly required to 
run through long crossovers with the least practicable loss 
of time. The arrangement of staggered lights and other fea- 
tures proposed by the committee have merits which are well- 
known. The indication “proceed and take siding at next sta- 
tion” is not so commen, but it could be used to advantage on 
many roads where it is not used. It would diminish the use 
of caution cards. 

The committee has not interfered with present methods. 
It endorses present practice as good; but in new installations 
the best ideas should prevail, and this is what the committee 
provides for. Who supposes that I would sign a report dis- 
crediting the practice of my own road? Who supposes such 
a thing about Mr. Peabody? The new can be used indis- 
criminately with the old and without confusion, and the only 
aim of the report and the only justification of the four years’ 
work on the subject is to secure progress toward uniformity. 

The signals fitted with staggered lights and with other 
features proposed in the report, which were installed on the 
Central division of the Philadelphia, Baltimore & Washington, 
have now been in use four years. This installation has the 
improvements proposed, except that it does not use the yellow 
light scheme. Out of 49 enginemen running on that division, 48 
have expressed a preference for the upper instead of the 
lower quadrant. In the Philadelphia terminal the signals on 
the bridges have only two arms, the highest and the lowest, 
the second arm being omitted because of an arbitrary speed 
limit of ten miles an hour throughout the yard. The arms 
are three-position, and the lower arm is never shown vertical. 
Of 146 enginemen voting, 145 favor these signals. On the 
simple question as between the upper quadrant and the lower, 
138 are in favor of the upper, five in favor of the lower and 
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three have no preference. As between three-position signals 
and the ordinary two-arm arrangement, 127 prefer the three- 
position and 16 the old style. On the Cumberland Valley 
road, where in a distance of 90 miles there are 171 signals, 
old style and new style mixed, a large majority of 60 engine- 
men voting prefer the upper quadrant. The officers of that 
road have never heard of any engineman being in doubt as 
to the indication of one of these signals. That road does 
not use green lights for clear nor does it give the permissive 
indication. 

Mr. Denney (L. 8. & M. S.).—That the proposed system does 
not discredit existing practice was affirmed by the association 
by vote at Milwaukee last year, volume 4, page 368. Let us 
reaffirm that position now. 

Mr. Stevens.—So important a matter should be regarded as 
settled only in case the propo- 
sition can be carried by a 
large majority. The vital 
question is, shall we give 
specific information what to 
do at the indicating point and 
also what to do in advance, 
or shall we only tell the run- 
ner what to do at the indicat- 
ing point? The minority be- 
lieves that the last mentioned 
is the better. 

Mr. Rudd.—The American 
Railway Association is the 
body to make requisites. 

Mr. Clausen.—I have not 
charged that enginemen are 
illiterate or ignorant; I refer 
only to real limitations. Not 
even the college graduate can 
see dim green lights at a great 
distance. The committee has 
not shown sufficient reason 
for allowing enginemen to 
run fast past distant signals. 
A great railway president, 
now dead, was in favor of 
keeping all trains two blocks 
apart, and that view still has 
influential advocates. 

Mr. Patenall (B. & 0.)— 
Giving advance information is 
not encouraging enginemen to 
relax vigilance, as is claimed. 
Our tests have shown this. It 
is absurd. to claim this, as has 
been claimed here to-day by 
gentlemen who themselves are 
giving advance information 
every day. It is only by this 
practice that our fast trains can be run. The scheme of the 
minority would necessarily reduce all speeds to 30 miles an 
hour. Let us not try to obstruct progress. Nothing that this 
association can do will prevent the best roads from using the 
best appliances; and, moreover, they will soon be putting in 
automatic stops. The minority objects to additional indica- 
tions; this in the face of the fact that where additional in- 
dications have been adopted, written orders have been reduced 
30 per cent. Superintendents are asking for more indications. 

Mr. Stevens.—The Santa Fe is getting out a new book of 
rules and is reducing the number of definitions of indications. 
The views expressed here by the minority to-day are those of 
a large majority of operating men in the West. 

Mr. Shaver (Rock Island).—This committee’s work has 
been educational, but the time is not ripe for final action. 

Mr. Patenall.—We have been “going slow” for five years; 
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how long are we to keep this up? The committee, carryiug 
out its instructions, has devised a uniform system—not nec«s- 
sarily a perfect system. Some roads have already acted in 
the direction of carrying out the committee’s recommen:a- 
tions. We hope to see others follow. 

Mr. Mann (Mo. Pac.).—The majority and minority are 
nearer together than they think. Give them more time. 

Mr. Clausen.—This report should be kept in committee at 
least another year; there is some chance of agreement. This 
association should not endorse so important a proposition until 
after active and severe test. 

Mr. Denney.—Mr. Stevens says he has changed his definitions 
of indications, but I am sure that his runners do just the 
same as before. If you cannot tell the engineman that the 
clear distant means a clear home, you are not playing fair 
with him. 

Mr. Sperry (Gen. Ry. Sig. 
Co.).—Is Mr. Clausen correct 
in calling this scheme new? 
It is the result of years of 
study and experiment. Why 
postpone? There is no reason 
whatever. 

Mr. Rudd.—The primary 
aspects have already been act- 
ed on (last year). In view 
of what has been said, I 
modify my motion so that it 
will read to approve the first, 
second ‘and third  recom- 
mendations of the report, and 
send them to letter ballot, 
and to accept the fourth and 
fifth as in the nature of a 
progress report. After some 
further discussion and the 
refusal of the meeting to con- 
tinue the subject on the fol- 
lowing day, Mr. Rudd’s mo- 
tion was carried by a vote of 
43 to 26. 

The election of officers for 
the ensuing year which, in ac 
cordance with the revised con- 
stitution, had been carried 
out by means of a letter 
ballot, following the action of 
a nominating committee, re 
sulted as follows, each officer 
receiving a nearly unanimous 
vote: President, Herbert S. 
Balliet (N. Y. C. & H. RB), 
New York City;  vice-presi- 
dent, Charles C. Anthony 
(Penn.), Philadelphia; secre 
tary, C. C. Rosenberg, Bethlehem, Pa.; Eastern member of the 
executive committee, C. J. Kelloway (A. C. L.); Westert 
member of the executive committee, B. H. Mann (Mo. Pac.). 
Atlantic City was selected as the place for the next annual 
meeting by 48 votes, as compared with 32 for Richmond, Va. 

The meeting passed resolutions thanking Dr. A, G. Thom- 
son, oculist of the American Railway Association, for experi 
ments made and information given to aid the committee in its 
study of lunar white, and its suitableness as a night signal 
color. A resolution was also passed thanking Dr. William 
Churchill, of the Corning Glass Works, Corning, N. Y., for the 
elaborate studies in colors and glasses which he has made 
for the benefit of the Railway Signal Association. 

W. H. Elliott (N. Y. Central) has been seriously ill for se’ 
eral months, and the meeting sent him a message of sympathy. 

Herbert S. Balliet, the new president of the Association, is 
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engineer of maintenance of way of the Grand Central terminal, 
and signal engineer of the electric division of the New York 
Central & Hudson River. He was born in Neffsville, Pa., in 
1868, and was for several years a telegraph operator for the 
Western Union and for the United Press. He was also station 
agent and operator on the Philadelphia & Reading. He began 
on the Lehigh Valley as operator, but he soon went into the 
signal department and was there from 1894 to 1905. He was 
appointed assistant signal engineer in 1901. Readers of this 
paper will recall a valuable series of articles by Mr. Balliet, 
published in these columns, on the care of automatic signals. 
He went to the New York Central from the Lehigh Valley in 
April, 1905. At that time he was secretary of the Railway 
Signal Association and for several years he has been a prom- 
inent worker on important committees. 


EXHIBITS. 


The display of signal appliances, while small, was good; but the 
location was unfortunate. ‘The temporary wooden booths on the roof 
(tenth floor) of the hotel were exposed to the elements, which at 
times made the exhibitors uncomfortable and discouraged visitors. 

The following is a complete list of the exhibitors: 

Adams & Westlake Company, Chicago, Ill—Switch and signal lamps; 
tower lamps: bridge lamps; long-time burners. Represented by 
G. L. Walters, A. S. Anderson, C. B. Carson, William J. Piersen, 
H. G. Turney and F. N. Grigg. 

American Vulcanized Fibre Company, Wilmington, Del.—Samples of 
vulcanized fiber. Represented by John Barron. 

W. F. Bossert Manufacturing Company, Utica, N. Y.—Insulated rail 
joints; the “fool-proof’’ switchstand, with preliminary locking of 
signal; switch point adjusters; semaphore blade clasps. Repre- 
sented by W. F. Bossert and F. W. Guillaume. 

Bryant Zinc Company, Chicago, Ill.—Interlocking relays; No. 666 
crossing bells; Waterbury primary battery; lightning arresters: 
fiber conduit: pocket meters. Represented by A. F. Klink, R. N. 
Baker, E. M. Deems and Stanley Bryant. 


Buda Foundry & Manufacturing Company, Chicago, Ill.—One No. 11, 
2\4%4-h.p. gasolene motor car; one No. 10, 24%4-h.p. gasolene motor 
car; one railway special tool grinder; new helical cut gears for 
handears. Represented by J. R. Artmair, George B. Shaw, F. 8S. 
Starratt, T. H. Wheeler and R. Smith. 


Dressel Railway Lamp Works, New York.—Belgian post lamps; cross- 
ing gate lamps; Washington Terminal semaphore lamps; Pennsyl- 
vania Railroad switch lamps; standard Railway Association sema- 
phore lamps; New York Central Lines switch and semaphore 
lamps; long-time burners; standard Dressel burners; drawn steel 
oil pots, etc. Represented by Frank W. Edmunds and Edward W. 
Hodgkins. 


Duplex Metals Company, New York.—Copper-clad telephone and signal 
wire. Represented by J. E. Ham and W. Ty Kyle. 

Edison Manufacturing Company, Orange, N. J.—Edison and BSCO 
primary batteries. Represented by t. E. Hudson, F. J. Lepreau 
and KE. W. Brown. . 

Klectric Storage Battery Company, Philadelphia, Pa.—Various types 
of storage batteries used in signal work: 7-S ‘Exide’ type, of 
which 40,000 are in use for automatic block signal work on the 
I{arriman Lines; Missouri Pacific type of portable ‘Exide’ bat- 
teries, consisting of five cells 7-SS installed in one box. Among 
the “Chloride Accumulator’ types were cells of D-5, complete in 
glass jars, E-7 and their various couple types, BT, CT, ET and PT. 
Represented by Godfrey H. Atkin, H. M. Beck, R. I. Baird and 
Charles W. Terry. 

lairbanks, Morse & Company, Chicago, Ill.—No. 0 gasolene velocipede 
motor car; No. 2 T gasolene motor car; 4-h.p. vertical special elec- 
tric gasolene engine, direct connected to D. C. generator. Repre- 
— by R. A. Paterson, R. E. Derby, C. D. Walworth and C. T. 
“ugit. 

rank M. Foster, Columbus, Ohio.—Foster interlocking switch stand. 
Represented by Frank M. Foster. 

Galena-Signal Oil Company, Franklin, Pa.—Samples of railway safety 
oil for headlights and switch lamps; and railway signal oil for hand 
lamps, etc. Kepresented by J. W. Bunn. 


General Electric Company, Schenectady, N. Y.—Direct-current top- 
post three-position signal ; alternating-current top-post three-position 
signal; different styles of relays; switch box, volts-ammeter (porta- 
ble) for signal work; samples of resistance tubes, signal lamps, 
Tungsten and carbon lamps; compensators for A. c. signal lamps; 
samples of wire and cable. Represented by Frank Rhea and L. A. 
Hawkins. 

General Railway Signal Company, Rochester, N. Y.—Model 2A uni- 
versal signal, equipped with universal upper-quadrant spectacle; full 
line of direct-current relays, switch and lower indicators. Repre- 
sented by George D. Morgan, H. M. Sperry, W. K. Howe, Frank R. 
Moffett, F. H. Jones, George MacDonough, M. R. Briney and Morris 
Wuerpel. 

Peter Gray & Sons, Boston, Mass.—Switch and signal lanterns, with 
long-time burners, without chimneys. Represented by George M. Gray 
and Mason H. Gray. 

Groff Drill & Machine Tool Company, Camden, N. J.—Samples of the 
Groff track drill. Represented by J. B. Webb, of the Simmons Hard- 
ware Company, St. Louis. 


Hall Signal Co., New York.—Two new Style H, upper-quadrant, top- 
post signals; one new Style G, switch box. Represented by W. J. 
Gillingham, Jr., W. H. Lane and W. G. Hovey. 

Mandlan-Buck Manufacturing Company, St. Louis, Mo.—Switch lamps; 
semaphore lamps; train lamps; train order lamps of latest patterns; 
Several patterns long-time burners, with and without chimneys; 
Seamless steel founts; a new line of malleable iron pins and appli- 
ances for supporting telephone, telegraph and electric lighting lines ; 
guy anchors; guy clamps; way brackets. Represented by A. H 
Ifandlan, Jr., and H. O. Rockwell. 
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Hayes Track Appliance Company, Geneva, N. Y.—Hayes derails, mod- 
els A and C. Represented by 8S. W. Hayes, W. Harding Davis and 
E. R. Kapp. 

Kerite Insulated Wire and Cable Company, New York, N. Y.—Kerite 
insulated wires and cables; samples of fifty-mile cable made for 
Panama Canal. Represented by Azel Ames, P. W. Miller, J. A. Ren- 
ton, J. V. Watson and E. B. Price. 


T. E, Lutz & Brother, Galion, Ohio.—Lost motion take-up and rod 
regulator; Lutz rod adjuster; Lutz crank attachment. Represented 
by E. R. Lutz. 

Lutz-Lockwood Manufacturing Company, Roselle, N. J.—Lutz primary 
cells (plate type); S-X ignition dry cells; Gordon primary cells. 
Represented by W. M. Kinch, R. M. Barwise and G. Marloff. 

National Carbon Company, Cleveland, Ohio.—Samples of Columbia 
track batteries. Represented by E. L. Marshall and W. H. Mof- 
fett. 


Rail Joint Company, New York.—Weber and continuous insulated 
joints; fibers. Represented by V. C. Armstrong, W. E. Clark, E. A, 
Condit, Jr., H. C. Hollowway and R. W. Smith. 

Railway Specialty & Supply Company, Chicago, Ill—Bond wire pro- 
tectors; the arc lamp lightning arrester; P. & M. rail anchor; chan- 
nel pins. Represented by IF. A. Preston. 

Railroad Supply Company, Chicago, Ill.—Motor-driven automatic 
block signal; highway crossing bells; relays; lightning arresters; 
R. R. S. derailer. Represented by H. M. Buck and E. W. Vogel. 

School of Railway Signaling, Utica, N. Y.—Pamphlets describing its 
method of instruction in railway signaling. Represented by H. C. 
Williams and F. C. Lavarack. 

Union Switch and Signal Company, Swissvale, Pa.—Style S_ three- 
position electric motor semaphore; 9-C relays; automatic electric 
time release; S. c. signal motor, 55 volts, 25 cycles; one pair of staff 
instruments fitted for use with or wiihout operators; universal 
deflection stands; Keystone insulated joints. Represented by Sid- 
ney Johnson, George Blackmore, W. E. Foster, W. M. Vandersluis, 
M. D. Hanlon, W. H. Cadwallader, T. H. Patenall, H. McCready, 
H. S. Beakes and J. G. Schreuder. 

Watson Insulated Wire Company, Chicago, Ill—Kerite insulated wires 
and cables. Represented by J. V. Watson and E. B. Price. 

Westinghouse Storage Battery Company, Boonton, N. J.—Storage bat- 
teries for all departments of railway service. Represented by Edgar 
Lewis. 

C. H. Wahll & Company, Boston, Mass.—Special railway fiber; fusees. 
Represented by I. R. Whall. 

World Signal Company, Phillipsburg, Pa.—Signals. Represented by 
J. H. Wisner, Jr. 

Yale & Towne Manufacturing Company, New York, N. Y.—Signal locks 
and locks for general use. Represented by C. H. Van Winkle. 











TRAFFIC STUDIES. 





BY RAY MORRIS, 
Managing Editor, Railroad Age Gazette. 


FF. 
SEABOARD AIR LINE. 

The development of the Seaboard Air Line is characteristic 
of the history of the new South. Through trains to the states 
on the southern Atlantic coast have been.run only for about 
25 years; prior to that there was a diversity in gages which 
made it necessary either to reload freight cars and transfer 
passengers or to lift the car body from one set of trucks on to 
the other. The physical condition of the lines in the South in 
the eighties was extremely bad; the country was not pros 
perous and, until about 1884, the fast coastwise steamers run- 
ning between New York and Charleston, Savannah and other 
ports, carried not only the bulk of the freight, but passengers, 
mail and express matter as well. 

After the railway gages were unified and through rail 
routes were established between the North and the South, a 
gradual rehabilitation of the lines was undertaken. Both 
physically and commercially, railways in the South have suf- 
fered from the fact that they could be built too easily. On 
the sandy loam which characterizes much of the Carolinas, 
Georgia and Florida, it was possible to build a railway for 
less than $10,000 a mile, and the temptation to the promoter 
was great. Consequently, through a considerable part of the 
South there has for years been an oversupply of inferior lines. 

In recent times three great companies have undertaken to 
make efficient systems out of the collections of crude short 
lines with which they started business. At present the three 
companies divide the territory in a more or less orderly man- 
ner, the general arrangement being that the Southern Railway 
occupies the highlands and the western part of the coast 
plain; the Seaboard occupies the center of it, and the Atlantic 
Coast Line the easternmost part, but all three companies com- 
pete at almost all the principal cities, either directly or 
through affiliated companies, and in addition there is still a 
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very large unabsorbed mileage of short lines. In Georgia 
alone, with 6,829 miles of railway, there are 62 operating 
companies. 

The Seaboard Air Line dates its corporate existence from 
1900, when it was organized as successor to the Richmond, 
Petersburg & Carolina Railroad, which owned a line from 
Norlina, N. C., 102 miles long. Prior to that time, however, 
the foundation of the present system existed in what was 
known as the Seaboard Air Line Passenger Route, a grouping 
for traffic purposes of the Seaboard & Roanoke, Raleigh & 
Gaston, Raleigh & Augusta and Carolina Central roads. This 
route began at Portsmouth, Va., receiving passengers and 
freight from Baltimore by the Bay Line of steamers, and ex- 
tended to Hamlet, N. C., where connections were made for 
Charlotte, Wilmington, Atlanta, Birmingham, Montgomery and 
New Orleans. This route was gradually consolidated into a 
company known as the Seaboard Air Line, operating its own 
road from Portsmouth, Va., and Weldon, N. C., to Wilmington 
and Atlanta, while traffic for New Orleans was routed over the 
Western of Alabama and the Louisville & Nashville from 
Atlanta. This arrangement held for a good many years, but 
the Seaboard Air Line and the Atlantic Coast Line did sub- 
stantially the same business between substantially the same 
points, and were always in sharp competition. Consequently, 
when the Louisville & Nashville passed under Coast Line con- 
trol the Seaboard was seriously damaged in its western out- 
look. 


In spite of this drawback, however, the earnings of the com- 
pany have increased very rapidly in the last few years. A 
relatively high funded debt; the necessity of the extension 
of bonds at a time when new funds were substantially impossi- 
ble to raise; and a rather high operating expense account due 
to the general conditions on which the property was built up, 
were primarily the cause of the appointment of receivers in 
_ January, 1908. 

As at present constituted, the Seaboard Air Line is a part 
owner in the joint route from Washington to Richmond. Its 
main lines then extend from Richmond and Portsmouth to 
Wilmington and Rutherfordton, N. C., Birmingham and Mont- 
gomery, Ala., Savannah, Ga., and Fernandina, Jacksonville, 
River Junction, Cedar Keys, Tampa and other Florida points. 
Its traffic country is not yet as good as that of the Atlantic 
Coast Line, operating in substantially the same territory, but 
it closely approaches it, and through its connections at Bir- 
mingham is now in an independent position with regard to 
southwestern connections; while the recently completed Caro- 
lina, Clinchfield & Ohio, which crosses the mountains from 
Johnson City, Tenn., to Bostic, on the Seaboard, gives the com- 
pany promise of sharing in a considerable drift of traffic here- 
tofore enjoyed almost exclusively by the Southern Railway. 

At the time the company’s last annual report was published 
for the year ending June 30, 1907, manufactures and miscel- 
Janeous articles made up 34.99 per cent. of the traffic of the 
road; forest products, 34.15 per cent.; products of agriculture, 
15.76 per cent.; products of mines, 13.93 per cent., and animal 
products, 1.17 per cent. Charles F. Speare has well said that 
the function of the Seaboard in general is to collect the raw 
products of the South, and its fruits and vegetables, and carry 
them to centers of manufacture and to northern produce mar- 
kets: then to assemble in the North that general merchandise 
which is there produced and distribute it among the seaboard 
states of the South, as well as ship it even west of the 
Mississippi. 

The Seaboard has seven operating divisions. The first 
division extends from Richmond to Raleigh, including 
branches: the second division from Raleigh to Columbia and 
from Monroe, N. C., to Wilmington; the third division extends 
from Monroe to Atlanta and to Rutherfordton, N. C.; the 
fourth division extends from Columbia to Jacksonville and west 
to River Junction; also from Baldwin to Fernandina, and it 
fneludes the St. Marks & Tallahassee southeastern branches. 


RAILROAD AGE GAZETTE. 


Vou. XLVII., No. 17. 


The fifth division extends from Savannah west to Montgomery 
with several branches, and includes the large and important 
terminals at Savannah. The sixth division extends from Jack- 
sonville to Tampa, and includes all branches south of Jack- 
sonville. The seventh division extends from Atlanta to Bir- 
mingham, including also the branches on the road. 

The accompanying map shows fairly well the location of the 
traffic on the road, although it is impossible to differentiate 
the districts very clearly. Cotton and cotton products, lumber 
and naval stores, are found throughout almost the entire sys- 
tem. Tobacco originates in the extreme north in the territory 
served in Virginia and in the extreme south in Florida. Coal 
and iron are obtained from the Birmingham district. Al- 
though the westward movement of these commodities is still 
extremely light, a good part of the traffic from Birmingham 
finds an outlet through the Cincinnati and Memphis gateways 
instead of moving northeast or east to the seaboard ports. 
There are strong reasons to expect, however, that the next 
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epoch in the growth of the Birmingham district, which has 
not yet arrived at first importance, will be an extension of 
the eastward and northeastward movement of tonnage. The 
Seaboard can naturally expect to share largely in any such 
movement. 

The busiest line on the system is that from Jack- 
sonville to Richmond, since on this long stretch of single 
track is marshaled all the Florida business, while north of 
Savannah it carries the greater part of the Georgia business 
as well, and the single-track neck from Hamlet, N. C., to 
Norlina, leading to Portsmouth and Richmond, must needs 
convey a very material part of all-rail traffic collected from 
and destined for the entire Seaboard system. The busiest of 
the three important western branches is that from Birming- 
ham and Atlanta to Hamlet. There is no traffic in naval 
stores on this line, but such coal and iron as the Seaboard 
received from the Birmingham district comes over it. 

The line to Portsmouth carries considerable standard mer- 
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chandise which comes in for Atlanta and other points. Com- 
paratively little coal is moved over this line, however. The 
Central of Georgia and the Louisville & Nashville are the 
most important coal feeders to commercial territory in the 
Atlantic coast states, but a large amount of coal also reaches 
the principal southern ports in barges from the Norfolk dis- 
trict. The Seaboard owns the Baltimore Steam Packet Line 
of steamers operating between Baltimore and Norfolk, and 
also has an interest in the Old Dominion Line, running be- 
tween Norfolk and New York. 

As is the case of all roads operating in this territory, the 
cotton traffic is important, not only for itself, but for its 
by-products—cottonseed products and the fertilizer which has 
to be shipped in. Roughly, it is calculated that a ton of freight 
moves for every bale of cotton. The cotton weighs 500 lbs., 
the fertilizer weighs the same, and the seed and by-products 
weigh a thousand pounds. 

Much of the cotton and 
naval stores moving over the 
system are exported from 
Savannah, Wilmington and 
other points, so that the rail 
movement on them is only 
partial. The average haul of 
cotton is perhaps 200 miles 
over the Seaboard, and the 
competitive situation is such 
that the company gets per- 
haps $80 on the average for 
a full load of cotton moving 
this distance, although cotton 
moves under a wide range of 
rates, according to its destina- 
tion. 

The average haul of fer- 
tilizer is perhaps 150 miles. 
This traffic moves both ways, 
however. There is a large ex- 
port movement of phosphate 
rock from Florida, and per- 
haps 75 per cent of the out- 
put of the Florida mines 
crosses the ocean. Foreign 
mixed fertilizers are import- 
ed at Jacksonville, Savannah 
and Wilmington. The Sea- 
board has provided modern 
elevators at Fernandina, Fla., 
to handle the export business 
there, and the elevater just 
completed by the company, at 
Tampa, is one of the best 
equipped in the South, and is 
— of handling 3,000 tons of phosphate in a ten-hour 

ay. 

There is comparatively little movement of export lumber, 
although the coastwise movement in steamers and sailing 
vessels from Tampa, Jacksonville, Fernandina, Savannah, Wil- 
mington and Norfolk is heavy. The company gets an excellent 
all-rail movement of dressed lumber, however. 

Savannah is the largest cotton market on the southeastern 
coast, ranking next in order to Liverpool, Galveston and New 
Orleans as a world market. It attracts a good part of the 
cotton produced on the Seaboard system, although some goes 
to Carolina mill points. The Seaboard has handled 340,000 
bales of cotton in one season at its Savannah docks, although 
the largest cotton export and coastwise shipment is done trom 
the Central of Georgia docks, which have handled as high as 
900,000 bales in one season. 

A general comparison of the business done by other roads 
in the same territory indicates that the Seaboard is more sim- 


Edwin 


RAILROAD AGE GAZETTE. 





Hawley. 


753 


ilar to the Atlantic Coast Line than to any other road, although 
the Coast Line has better towns and gets more phosphate rock 
in Florida and more vegetable traumic in Carolina. The Southern 
Railway does whac is more characteristically a through busi- 
ness and carries more manufactured articles. The Georgia 
Central has a better cotton business and a fine peach business, 
but carries no oranges and not as much phosphate rock as the 
Seaboard. 





EDWIN HAWLEY. 





The election of Edwin Hawley as chairman of the board of 
directors of the Missouri, Kansas & Texas marks the extension 
of Mr. Hawley’s control over the Missouri, Kansas & Texas. 
It was only comparatively few months ago that he gained con- 
trol of the Chesapeake & Ohio, and he had previously been in 

control of the Iowa Central, 
of which he is president, the 
Toledo, St. Louis & Western 
and the Chicago & Alton. As 
a railway man his work has 
been largely confined to the 
traffic department until, of 
course, he entered the exec- 
utive department. He was a 
friend of Collis P. Hunting- 
ton, and acted as assistant 
general traffic manager of the 
Southern Pacific long after’ 
he himself was in control of 
other roads. He wasa banker, 
however, as well as a traffic 
‘man, and as such has shown 
very keen judgment in the 
selection of properties in 
which to invest. One of the 
most striking examples of this 
was the case of the Colorado 
& Southern, which, when he 
gained control, was in the 
hands of a receiver and was 
apparently in pretty bad con- 
dition. He developed the 
property, realizing even in the 
early days the great  pos- 
sibility of a road running 
from Colorado to the Gulf of 
Mexico; gave the C. & S. such 
a line by acquiring the Fort 
Worth & Denver City and 
other roads, and brought the 
property up to such a stand- 
ard that the Burlington was 
willing to pay a good price for control of it. 

Mr. Hawley is quoted in an interview published in the Sat- 
urday Evening Post as saying: “I have played a lone hand 
and stuck to my job. I have simply done two things—I have 
worked and I have waited.” Both of these things he has done 
very quietly, so quietly, in fact, that it is difficult to realize 
how large the Hawley system has become. 

Edwin Hawley was born in 1850 at Chatham, N. Y., and be- 
gan railway work when he was 17 as a clerk on the Erie. He 
worked in various clerical positions, and later served on the 
Chicago, Rock Island & Pacific up to 1874. He was at that 
time appointed contracting agent of the California Fast 
Freight Line, and a year later was made general eastern 
agent. By 1883 he had become general eastern agent of the 
Galveston, Harrisburg & San Antonio and of the Southern 
Pacific, and a year or two later was made general eastern 
agent also of the Morgan’s Louisiana & Texas Railroad & 
Steamship Co. and other subsidiary companies of the Southern 
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Edwin Hawley was made assistant general traffic manager OI 
the Southern Pacific Co., with office at New York, holding this 
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In the meantime, in 1894, after the re- 
When the Roc 


In 1890, when these properties were consolidated, 
organization of the Minneapolis & St. Louis, Mr. Hawley was 
made vice-president and two years later was elected president. 
In 1900 he was elected president of the Iowa Central and got 


control of the Toledo, St. Louis & Western. 
Island-Frisco interests and the Union Pacific found it no longer 


expedient to alternately control the Chicago & Alton, this 


position until 1902. 


Pacific. 
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Making due 


introduced the accompanying table showing the cost per 





He stated that there 


LINES. 








He used these figures as a basis for estimating the 
LOUNGING CARS ON THE BURLINGTON. 


As a part of his testimony before the Interstate Commerce 


Commission in the Salt Lake rate case, J. Kruttschnitt, di- 


The Burlington has adopted a novel type of club car, 
known as a lounging car, which were built by the Pullman 


property was taken over by the Toledo, St. Louis & Western 
Company, and have been installed on the Chicago-Denver Lim- 


and added to the Hawley system. 
rector of maintenance and operation of the Harriman Lines, 


mile of recent construction on the Union Pacific and affiliated 


roads. 
dition and would not cost as much to reproduce as the branch 


COST OF RECENT CONSTRUCTION ON THE HARRIMAN 
were some branches of this road that are not in as good con- 
lines for which figures are given in the table. 

allowance for these less valuable branches, he estimated that 
the cost of reproducing the entire Union Pacific in its present 
condition would be between $75,000 and $80,000 per mile. 


cost of reproducing the Union Pacific. 
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ited No. 1. They are set apart exclusively as a lounging place 
for passengers in the sleeping cars on this train. 

Each car is divided into four separate rooms, the club room 
in the front being completely shut off from the rest of the car 
by an aisle running alongside. This room is supplied with 
circular and straight divans, with movable armchairs, all 
upholstered in dark Spanish leather, and with tables, fixed 
and movable. There is a buffet attached, with an attendant 
in charge. The apartment is finished in dark golden oak 
with art glass panels above the windows and art glass lights. 
The deck, the same as the rest of the car, is finished in ivory 
shade. 

Back of the club room is a writing room entirely enclosed 
by a mahogany grill, containing two writing desks, President 
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Elliot’s 5-ft. shelf of books, the current magazines, and a 
telephone, which is connected while the train remains at. 
terminals. Back of this is the main lounging room for ladies 
and gentlemen, no smoking being permitted in this room. 
It is finished in light-colored Cuban mahogany, in distinct 
contrast to the clubroom, and has armchairs seating 22 per- 
sons. Back of this main lounging room is the novel fea- 
ture of the car—a sun-parlor in winter and a veranda im 
summer. It is finished to conform to the main lounging 
room, but is entirely enclosed in glass, quickly removable 
if weather permits. This room seats ten to twelve persons 
and is entirely protected from the weather. It is as free 
from dust and cinders as the main portion of the car, and 
therefore has the advantages of the ordinary observation 
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platform without the discomforts. There are no steps at 
this end of the car whatever, and, therefore, nothing to mar 
the comfort of the passenger. 

These cars, which were put on last month, have proven to 
be one of the most popular features adopted. During one of 
the trips the 55 sleeping-car passengers in the train mailed 
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Telephone and Writing Room. 


an unsolicited testimonial to the passenger traffic manager 
of the road commending the company for the installation of 
the cars. 





THE ADJUSTED TONNAGE FORMULA FOR DETERMIN- 
ING TRAIN LOADS. 


BY ALEXANDER P. GEST, 
Superintendent, Belvidere Division, United Railroads of New Jersey. 





The investigation of the subject of train resistances has 
held a prominent place in the minds of operating officers for 
the past decade, and it is to be hoped that we may some day 
arrive at its solution, but there are so many elements involved 
that the complete analytical formula would be too complicated 
for practical use in determining proper train loads. What is 
wanted for every day use in making up trains is a simple 
formula, convenient in its application, and sufficiently reliable 
in its results, bearing in mind that the variations between 
different cars are such as to prevent absolute accuracy in the 
application of any general rule. 

Several methods have been devised with these objects in 
view, but that commonly known as the “Adjusted tonnage” 
method, seems to combine substantial accuracy and readiness 
of application in a higher degree than any of the others. 

The objection most commonly urged against “Adjusted ton- 
nage” is that it is at best rough and unscientific approx- 
imation; but, as stated above, different cars vary so much 
in their tractive resistance under the same load that an ap- 
proximation is all that can be looked for, and the purpose 
of these remarks is to show that although but an approxima- 
tion, it is based upon correct mathematical considerations; 
and it has besides the advantage that it can be worked up 
for any particular ruling grade or controlling point by a 
series of simple observations on trains in regular service and 
under ordinary working conditions. 

If the tractive resistance of a car were in all cases pro- 
portional to the weight of the car, we should have the formula 
r=tw 
in which r = the-resistance of a single car, 

Ww the weight of car and lading 
and f the “coefficient” of friction. 
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It is well known, however, that the resistance is not strictly 
proportional to the-weight, the ratio decreasing as the weight 


ee a 


‘ : r 
increases; or, in other words, y is not constant. 


If, however, we consider the total resistance as made up 
of two parts, one of them proportional to the weight, and 
the other containing all the elements of resistance which are 
not so proportional, we will have a formula of the form, 

r=fw+gaq, 
in which q may or may not be independent of w. 

Now if the components of q, which are functions of w, are 
small compared with those which are independent of w, or 
if the variations of q with respect to w are small compared 
with f w, they may be omitted without seriously affecting the 
value of r; and the correctness of this assumption seems to 
be borne out in practice; that is, the errors resulting from 
the assumption that q is constant with respect to w are 
smaller than that actual variations between successive ob- 
servations, and are probably less than the differences between 
different cars having the same total load. 

Now r=fw+q (q = constant) is the equation of a 
straight line, and the effect of our assumption is to neglect 
the slight differences between the ordinates of a straight line 
and the corresponding ordinates of the true resistance curve. 

It is obvious, of course, that the assumption would lead to 
serious errors if adopted for the entire extent of the resist- 
ance curve, but within the limits of railway practice the errors 
are comparatively small and decrease aS the weight increases. 

Now taking the equation 

r=fwe+aq 
as representing the resistance of one car, and denoting by 
r,, To, ete., the resistances of each successive car in a train, 
and the weights by w,, W., etc., we have for the first car, 
r,=fw,+4, 
and for the second car 
r,=fw. +4, 





and for the nth car 

ae t W,. + 4, 
adding and putting R for the sum of all the rs equal to the 
total resistance of the train, and W for the sum of all the 


m 


200% 








Ww 
20 45 to 80 160 730 “Teo 


Fig. 1. 





ws, equal to the total weight of the train, we have for a train 
of n cars 
R—fW++n4,, 
and similarly for a train of n, cars 
R,=fW,+1,4q, 
and for two trains of equal resistance we have 
fw+ngq=fwW,+n,q, 
whence 
q WwW, — W 
a. @, 
writing k for 4. we have the resistance of a train 
R=f (W+n0k) 


or > =W tat 


in which = is the “adjusted tonnage” rating of the engine, 


and is equal to the total weight of the train plus n times k; 
and the rule for adjusted tonnage loading is immediately 
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derived, “Add the ‘adjustment’ k to the weight of each car, 
and give to each engine a total equal to >" 

The following diagram will show the relations between this 
true resistance curve, the assumed approximation to it by a 
straight line and the mathematical significance of f and k. 

In practice the data are determined by coupling the dyna- 
mometer car next to the engine on freight trains in regular 
service; the total train resistance, or tractive power devel- 
oped, is taken from the dynamometer record and the total 
weight from the card waybills; then dividing R and W by 
the number of cars behind the dynamometer we get r and W, 
the average resistance and weight of one car. 

These are plotted directly on the diagram, and after a 
sufficient number of tests have been made a straight line is 
projected so as to strike a fair average, or rather to lie a 
little above the points as plotted; then noting the points 
where this line intersects the axis of r and w, the values of 
f and k are obtained directly from the diagram. 

In taking the observations, the trains should be moved over 
the ruling grades or the controlling points of the division at 
as nearly uniform speed as possible, so as to eliminate the 
corrections for acceleration or retardation, and the speed 
should be that ordinarily made by similar trains; in other 
words, the observations should be made under ordinary work- 
ing conditions, and the fact that the formula thus derived is 
based on performance is no slight consideration in its favor. 





REPORT ON SIGNALING PRACTICE.* 





TM, 

Indication No. 9, proceed—prepare to stop short of any 
obstruction in the block, is believed to be a better wording, 
following closely that of the Caution Card in the Standard 
Code, for the “permissive block” indication numbered 19 in 
the report of 1908, and there placed under the heading, “Sec- 
ondary System.” It is felt that, as this is an indication 
directly governing the movement of trains, it should be in- 
cluded among the primary indications. The committee believes 
that it will be supported by many railway officers in the view 
that this indication is so different from No. 7, or still more 
from No. 10, in the character of the instructions given to the 
engineman and the handling of the train required, that differ- 
ent indications and aspects are needed for consistent signaling. 

Indication No. 10, Proceed at limited speed. It is hardly 
necessary to elaborate on the lack of uniformity that has pre- 
vailed in the significations of the different arms of interlock- 
ing home signals. After an exhaustive study of the subject the 
committee became convinced that, in a consistent and univer- 
Sally applicable system of signaling, the safe speed at which 
the turnouts or crossovers set up in a given case could be 
taken should be indicated in a uniform manner by the signals; 
and that it is wholly impracticable to provide for the intel- 
ligible indication of individual routes in all situations by sema- 
phore signals. * * * 

The committee concluded that three gradations of speed 
Could successfully be indicated by semaphore arms. Indica- 
tion No. 6, Proceed, permits unlimited speed, so far as the 
signal indication is concerned, subject, of course, to such gen- 
eral limitation as may be in force at a particular point. For 
the next, or intermediate, rate the committee proposes the 
phrase “limited speed,” and for the third “low speed.” 

It is obvious that the idea of “speed signaling” may be ex- 
panded to include the indication by signal of reduced speed 
Made necessary by conditions other than movement over 
turnouts or crossovers, but it is also clear that the latter con- 
dition will always be a prominent occasion for such indica- 
tions. Under indication No. 10, as relating to passage over 





* Report of Committee, presented at the annual meeting of the Rail- 
Way Signal Association at Louisville, Ky. ‘The first part of the report, 
With the drawings, was printed last week, pages 695-698. 
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turnouts or crossovers, safe movement will evidently be secured 
if the train maintains but does not exceed the specified speed 
when passing the signal and until it is beyond the switches. 
In practice the distance to be traveled at limited speed might 
be defined by a signal in advance, the Proceed indication of 
which would cancel the limited-speed indication of the first 
signal; or might be prescribed by rule, the distance fixed being 
sufficient to cover any series of turnouts or crossovers to be 
met with. In any case, however, with due regard for both safe 
and expeditious train movement, it must be conceded that the 
indication, Proceed at limited speed, without added qualifica- 
tion, will be fully carried out if the train keeps up to the 
specified rate of speed to the next signal. 

Indications No. 11, Proceed at limited speed—prepare to stop 
at next signal, and No. 12, Proceed at limited speed—prepare 
to stop short of any obstruction in the block, are qualifica- 
tions of No. 10, formed in exactly the same way as Nos. 7 and 
9 are formed from No. 6, and seem to need no further explana- 
tion than that given in connection with those indications. 

Indications No. 13, Proceed at low speed, and No. 14, Proceed 
at low speed—prepare to stop, are recommended with a view to 
expediting train movements. No. 13, like No. 10, imposes no 
restriction, other than maintenance of the specified speed for 
a distance prescribed by rule or defined by a signal in advance 
which must then give some Proceed indication. If it indi- 
cated Stop, indication No. 14 would be given at the first signal. 
Indication No. 14 imposes the greatest restriction, not only 
low speed, which may be necessary for safe movement through 
short turnouts or crossovers, but preparation to stop because 
of possible obstruction ahead or because the route may lead to 
a short spur or a siding blocked with cars. 

It is hardly necessary to say that indication No. 13, like sev- 
eral others in the list, would not be used at all on a road on 
which it was felt that the advantage would not justify pro- 
vision for displaying the aspects. It seemed to the committee 
proper, however, to recommend a sufficient number of primary 
indications to provide for all operating conditions with which 
it was familiar. 


SECONDARY INDICATIONS. 


Indications No. 15, Get orders, and No. 16, Take siding, it 
will be noted, replace four indications in the table accompany- 
ing the report of 1908. In the case of the indication for orders 
the committee recognized a demand for consistent means of 
giving these indications in connection with block and inter- 
locking signals, in place of flags and lamps displayed at the 
station on many roads at present. On further consideration, 
however, it appeared that the requirement is, not to indicate by 
signal whether 31 or 19 orders are to be received, but to indi- 
cate whether the train shall stop for orders (31 orders) or may 
proceed and pick up orders (19 orders). It follows that a 
single secondary indication, Get orders, should be sufficient as, 
if it is given in connection with a primary Stop indication, the 
meaning will be, Stop—get orders, and in connection with any 
Proceed indication, Proceed—get orders. 

The Take-siding indication may be given by a separate signal 
(No. 16, exhibit No. 5) located at or near the switch to be used, 
or by suitable means at a block station, when the train may be 
required to take the siding adjacent to the station or the next 
siding beyond that station. In either case, one secondary 
indication seems to the committee sufficient as, in the second 
case, the primary indication in connection with which the 
Take-siding indication is given, will determine which siding 
is intended; that is, if Stop is indicated, the train must take 
siding “here,” as it has no authority to proceed in the block, 
while, if any Proceed indication is given, the train may proceed 
in the block to the next siding beyond the station and take 
siding there. 

Indications Nos. 17 and 18 are inserted as a basis for aspects 
which it seemed desirable for the committee to provide in order 
to avoid conflict with the other aspects of its recommended 
system. 
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PRIMARY ASPECTS FOR LESS BUSY ROADS. 

Exhibits Nos. 4, 3 and 2, in that order, are designed to show 
how a road with few requirements may be signaled without 
conflict with the committee’s recommended .complete system 
and may be in position, as its increasing requirements war- 
rant, to develop in an orderly manner to that system. It 
is assumed that, in the first stage, as there will be few inter- 
lockings, limited-speed indications will be unnecessary. As 
interlockings increase in number and limited-speed indications 
become desirable, it will be good practice to use the necessary 
arms and lights on signals giving those indications and omit 
them on other signals. Finally, as the number of “active” 
arms increases and the advantages of uniform two-light sig- 
naling are more fully appreciated, the necessary fixed arms 
and lights may be added to round out the complete system 
shown on Exhibit No. 2. 


SECONDARY ASPECTS. 


In submitting the aspects for secondary indications No. 15, 
Get orders, and No. 16, Take siding, and their combinations 
with primary aspects, Exhibits Nos. 5 and 6, the committee 
feels that practical and intelligible aspects are offered and 
that those shown on Exhibit No. 5 provide for the indications 
recommended. As some roads, however, might wish to give 
the other primary indications in connection with Get orders 
or might wish to give the Take-siding indication on a block 
signal, and as the 45-deg. downward position of the sec- 
ondary arm was available, the committee deemed it proper 
to submit the additional aspects, Exhibit No. 6, to be used if 
desired. 

It should be noted that, in both sets of “combination” as- 
pects (Exhibits Nos. 5 and 6), the “primary” arm always 
takes the same position and has the same color of light to 
the right of the mast for a given primary indication as in 
the simple primary aspects; and the “secondary” arm is al- 
ways down vertically, with no light to the left of the mast, 
when no secondary indication is given; 45 deg. downward, 
with a purple light, for the Siding indication, and horizontal, 
with a red light, for the Order indication, whatever the posi- 
tion of the “primary” arm. 

The yellow light to the left of the lunar white in aspects 
Nos. 9 and 12 is independent of a “secondary” arm (which 
may or may not be present) and is provided for contrast with 
the lunar white in the case of these main-track governing 
aspects; the red and purple lights in aspects Nos. 9 + 15 and 
9 + 16 serve the same purpose in addition to giving the sec- 
ondary indications. 

It is to be understood that the secondary arm and light, 
shown at the top of the mast on Exhibits Nos. 5 and 6, may 
be applied in connection with any arm of any signal (except 
the second arm of an automatic block signal, where they 
could serve no useful purpose). 

The committee shows two simple aspects for flag-station 
signals sufficiently different from any other main-track signal 
aspects recommended, to make confusion impossible. Some 
roads use aspects for both indications, others display a signal 
only when there are passengers, and, for the sake of elimi- 
nating one aspect, satisfactory results might also be obtained 
by displaying a positive signal when there are no passengers, 
and no signal when there are passengers, with the require- 
ment that trains scheduled to stop should not pass the station 
in the absence of the aspect indicating No passengers. The 
committee is of the opinion that either of the three plans 
would be good practice as no question of safe train movement 
is involved. 

It seemed proper to submit uniform aspects for siding 
Switches and derails (Exhibit No. 5), which explain them- 
selves; but hardly necessary to include the indications on 
Exhibit No. 1. 


RECOMMENDATIONS. 


The committee therefore presents Exhibits Nos. 1, 2, 3, 4, 
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5 and 6 and recommends the adoption of the following con- 
clusions: 

First.—That the indications, Exhibit No. 1, are adequate; 
permit of a uniform system of signaling; are not in conflici 
with existing systems, and are recommended to the American 
Railway Association for approval. 

Second.—That the Primary Aspects, Exhibit No. 2, are prac 
ticable; form an adequate and proper basis for the display 
of the Primary Indications; provide an excellent means for 
attaining a uniform, universal system of signaling; and are 
therefore endorsed by this Association, and submitted to the 
American Railway Association for such action as may be 
necessary to enable roads desiring to use them to do so witli 
the approval of that Association. 

Third.—That Exhibit No. 4 provides a simple means of 
signaling; adequate for the needs of many roads and branches, 
and is a proper method of signaling which, while not pro- 
viding for uniformity, may be developed through the scheme 
shown on Exhibit No. 3 into the complete system, Exhibit 
No. 2. The outlines shown on Exhibits Nos. 3 and 4 are 
therefore endorsed by this Association and submitted to the 
American Railway Association for such action as may be nec- 
essary to enable roads desiring to use them to do so with the 
approval of that Association. 

Fourth.—That the secondary aspects, Exhibit No. 5, form a 
simple and proper means of conveying certain necessary in- 
structions, and are therefore endorsed by this Association 
and submitted to the American Railway Association for such 
action as may be necessary to enable roads desiring to use 
them to do so with the approval of that Association. 

Fifth.—That the additional secondary aspects in combina- 
tion with primary aspects, Exhibit No. 6, are suitable and 
proper aspects for use where desired, and are therefore en- 
dorsed by this Association and submitted to the American 
Railway Association for such action as may be necessary to 
enable roads desiring to use them to do so with the approval 
of that Association. 

The indications are given by blades operating in the upper 
right-hand quadrant, as in previous reports. The use of the 
upper left-hand quadrant was discussed at the New York meet- 
ing of the Association on June 8 and was referred to the 
committee, but it was found necessary to postpone considera- 
tion of this subject. 

A. H. Rudd, Chairman; C. C. Anthony, H. S. Balliet, H. S. 
Cable, C. A. Christofferson, C. E. Denney, W. J. Eck, W. H. 
Elliott, M. H. Hovey, A. S. Ingalls, J. C. Mock, F. P. Patenall, 
J. A. Peabody, H. H. Tempie. 

Not concurring, L. R. Clausen, T. S. Stevens. 


MINORITY REPORT. 

The undersigned cannot support the scheme for Unifcrm 
Signaling, recommended in this report, for the following 
reasons: 

1. Two of the four principles upon which it is based have 
been accepted without full investigation. 

(a) The 45-deg. position of the arm shall indicate the posi- 
tion of the next signal in advance. 

(b) The location of the arm on the mast shall indicate the 
speed at which the movement shall be made. 

2. The scheme has too many indications and aspects, which 
are difficult to remember and understand and will be con- 
fusing to the train and enginemen. 

3. While a multiplicity of aspects is provided they are in- 
complete. The operation of railway signals to-day is based 
upon the principle that the absence of a signal where one 
is usually displayed shall indicate Stop. For example: Indi- 
cation No. 7 (Proceed—prepare to stop at next signal) is 
equivalent io saying “Proceed, the next signal is in Stop posi- 
tion.” The absence of the 45-deg. position or change to the 
90-deg. position gives the engineman permission by infer nce 
to assume that the next signal is clear, but this is not covered 
by an indication. The same criticism applies to other sin ‘lar 
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indications. In other words, in order to complete a system 
of signals along the lines presented it is necessary to provide 
additional indications. 

4. There is no well defined basic principle that may be 

followed in interpreting the aspects. The scheme has many 
interpretations which are not covered by, or in harmony with, 
the standard code. 
5. The scheme provides specific information about condi- 
tions in advance; notably, the indication of next signal. The 
Disiant signal is used as a repeater of the Home and is bound 
to teach enginemen to relax vigilance and depend upon ad- 
vance information which is subject to change, and, therefore, 
unreliable. The plan of providing repeaters for Home signals 
will eventually lead to a demand for still further repeaters 
and checks of various kinds upon fixed signal systems, such 
as cab signals, and ultimately automatic stops, all of which 
tend to a laxity in the proper degree of attention on the part 
of employees. 

6. There are too many red lights displayed. 

7. The same aspects are used for different indications and 
different indications for the same aspects. 

8. Definite or precise information of considerable variety 
not required in the practical operation of a railway is pro- 
vided throughout the scheme. In order to maintain the dis- 
tinctions much complication is introduced which may lead to 
considerable difficulty. For example: Instead of one Caution 
signal there is provided a special signal for each of the sev- 
eral occasions requiring caution. T. S. STEVENS, 

L. R. CLAUSEN. 
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NEW YORK EXTENSION OF THE PENNSYLVANIA.* 





BY CHARLES W. RAYMOND.7+ 

The general plan of the Pennsylvania for traffic facilities 
at New York may be briefly summarized as follows: 

1. The Pennsylvania Tunnel & Terminal Railroad. This line 
begins near Newark, N. J., crosses the Hackensack meadows, 
and passes through Bergen Hill and under the North river, 
the borough of Manhattan, and the East river to the large 
terminal yard, known as Sunnyside yard, in Long Island City. 

2. The electrification of the Long Island Railroad within the 
city limits. 

3. The Pennsylvania freight terminal yard and piers at 
Greenville, N. J., connecting by ferry with the Bay Ridge 
terminal of the Long Island. 

4. The Bay Ridge improvement of the Long Island, from 
East New York to Bay Ridge. 

5. Yards for increasing the freight facilities in the boroughs 
of Brooklyn and Queens. 

6. The Atlantic avenue improvement in Brooklyn, involving 
the removal of the steam railway surface tracks and the ex- 
tensive improvement of the passenger and freight station at 
Flatbush avenue. 

7. The New York Connecting Railroad, extending through 
apart of the borough of Queens and crossing the East river 
by a bridge at Ward’s and Randall’s islands to Port Morris, 
ney... 

8. The Glendale cut-off of the Long Island. 

9. New piers and docks in Newtown creek at its confluence 
with the East river. 

10. Electrification of the United Railroads of New Jersey 
Division from Newark to Jersey .City. 

The New York tunnel extension (P., T. & T. R.R.) is essen- 
tially a passenger line, although the company may make it a 
throi.gh route for freight if desired. It will transport pas- 
Sengers to and from the station at Thirty-third street and 
Seve sth avenue, in Manhattan, joining the Long Island system 
at Si nnyside yard, and, by means of the New York Connecting 
Rail-oad, it will form a link in the through traffic line, con- 


——— 


Brot m i Aer rie of the American Society of Civil Engineers. 
‘M. Am. Soe. C. B.; Brigadier-General. U. S. Army, retired: chair- 
Man, Soard of ‘Engineers, Pennsylvania Tunnel & Terminal R. R. 
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necting the whole Pennsylvania system with the New England 
states. Tne requirements include handling the heaviest through 
express trains south and west from the main line as well.as 
the frequent and lighter local-service trains. For through 
service, electric locomotives will take up the work of the steam 
locomotives at the interchange yard at Harrison, N. J., and, 
for excursion and suburban service to nearby towns, provision 
will be made for electric locomotives, or by operation of special 
self-propelled motor cars in trains. 

The New York Connecting Railroad will be about 12 miles 
long, and will carry not only through traffic but also local 
freight to and from Sunnyside yard and Brooklyn, and all 
points on Long Island. 

The initial equipment of the Western division of the Long 
Island Railroad for electric traction has been made in ad- 
vance of the opening of the tunnel line to take care of the 
requirements of the Atlantic avenue improvement. This im- 
provement involved the elimination of grade crossings within 
the city of Brooklyn and the conversion of the railway line 
which was previously on the surface of the streets to part 
subway and part elevated line from the Flatbush avenue 
terminal to East New York station, 514 miles. One of the 
requirements of this improvement was that the motive power 
should be changed to some form of power not involving com- 
bustion. This led to the adoption of electricity, and, in order 
to meet operating necessities, involved the electrification of 
connecting lines beyond the improvement proper, so that local 
service could be handled to the end of the runs without chang- 
ing the motive power. The extent of the electrification thus 
required was found to be about 100 single-track miles. This 
electrification was completed in the summer of 1905, upon 
the completion of the Atlantic avenue improvement proper. 
Plans for additional electrification on the Lond Island were 
made, and work is now in progress on the extensive additions 
required to couple up the tunnel extension with the various 
lines centering at the Long Island City terminus. 

The Bay Ridge improvement of the Long Island comprises 
the readjustment of the right of way and the establishment 
of new grades to do away with grade crossings from the freight 
terminal at Bay Ridge to a junction with the New York 
Connecting Railroad at East New York, 10.4 miles. It also 
provides for the re-location of the line and the elimination 
of grade crossings on the branch running to Manhattan Beach, 
3.7 miles. The work is being executed without interrupting 
traffic; in all, about 75 grade crossings will be abolished. This 
improvement became necessary in order to provide for the 
rapid extension of population into the suburban districts and 
for the present and future requirements of the section, to 
establish municipal conveniences and facilities, and to open 
additional streets across the right of way. The line has 
been built in cuts and on embankments, there being about 
6.4 miles of the former, 3.3 miles of the latter, and a tunnel, 
3,500 ft. long, where the line crosses the Atlantic avenue im- 
provement. 

The Atlantic avenue improvement, as mentioned above, in- 
volved the removal of tracks from the street surface for about 
5144 miles. This was done by a series of elevated and subway 
structures, there being about 2.1 miles of the former, 2.4 miles 
of the latter, and 0.8 miles of approaches, eliminating more 
than 90 grade crossings. One of the reasons for establishing 
a combination elevated and subway line was that, at the time 
the improvement was projected, no underground railway in 
the country, of similar length and carrying a heavy volume of 
local traffic, was operated by electricity, and public sentiment 
was against the operation of the entire length of the line 
underground by steam power. This improvement also pro- 
vided for depressing the entire Flatbush avenue station and 
a freight yard. As the work progressed, the original plans 
for the station were greatly enlarged, the remodeled station 
covering about 2% acres, 

The Glendale cut-off will materially shorten the route and 
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running time from New York through the tunnels to Rockaway 
Beach. 

Passengers to and from the lower part of Manhattan will be 
carried by the steam line between Newark and Jersey City and 
cross the North river by ferry or the Cortlandt street tunnels 
of the Hudson & Manhattan. Eventually, the old main line 
will be electrified and supersede the steam service between 
Newark and Jersey City. 

The Greenville yard is the most important point for the 
receipt, transmission and distribution of freight. From this 
point freight can be transported, without breaking bulk, by 
a comparatively short car-ferry to the Long Island Railroad 
terminus at Bay Ridge, and thus a very large part of the 
Pennsylvania’s floatage in New York harbor and the East 
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nyside yard and the Glendale cut-off will be completed during 
the next twelve months. On the Tunnel & Terminal Railroad, 
the embankment and bridge work across the Hackensack 
meadows and all the tunnels and excavation from the west 
side of Bergen Hill to Long Island City, except a short sec- 
tion near the eastern end of the line, have been completed. 
The New York station and other buildings and facilities con- 
nected therewith are well advanced. The laying of the track, 
the electrification of the line, and the installation of the sig- 
naling and lighting systems are under way. It is anticipated 
that the line will be ready for operation in the spring of 1910. 
A large part of the right of way for the New York Connect- 
ing Railroad has been obtained, and more than $3,000,000 has 
been spent by this railroad. The piers and docks at Newtown 








* 
\ 
/ 
g 
[ 
oO F wad | 
Janiaica | | 
| ' 
Ss , | 
| 
' I | 


2 
> 

















Pennsylvania Improvements in the New York District. 


river will be abolished, the floatage distance being reduced 
in the case of the New England freight from about 12 to 3 
miles. This traffic will be routed from Bay Ridge via the 
Long Island Railroad to a connection with and thence over 
the New York Connecting Railroad to the New York, New 
Haven and Hartford at Port Morris, N. Y. 

In the boroughs of Brooklyn and Queens 11 new local de- 
livery yards, having a combined area of about 89 acres, have 
been established, and three existing yards are to be improved 
and enlarged so as to give a combined area of about 28 acres 
Of these new yards, the Bay Ridge freight terminal, containing 
about 33 acres, is the largest; its functions have been described 
above. There isa freight terminal at East New York 200 ft. wide 
and a mile long, containing about 23 acres, which will be the 
distributing point of freight for the entire East New York 
section. This yard is depressed, and will be crossed by six 
viaducts carrying city streets. The North Shore freight yard, 
containing 5 acres, is connected with the Montauk division 
by an overhead construction, the Montauk freight cut-off, 
whereby all freight traffic to Jamaica may be kept out of the 
way of the Jamaica passenger traffic from the tunnels. 

The larger part of the electrification of the Long Island 
Railroad and the elimination of grade crossings within the 
built-up city limits, the Atlantic avenue improvement, and the 
yard and piers at Greenville, have been completed. The Sun- 


creek and the electrification of the line from Newark to Jersey 
City are not yet actively under way. 


ESTIMATED COST. 


The following estimate of the cost of the improvements in 
the New York district when fully completed is based on the 
best information now available: 


New York tunnel extension and station, including inter- 

change yards at Harrison, N. J., and Sunnyside, L. I., 

RS ee A Og Ee Ce ae meer eee anor it eee $100,000,000 
Long Island Railroad electrification; Bay Ridge and At- 

lantic avenue improvements; Glendale cut-off; freight : 

TAPUS, WIT DOW MUMIOMIDIG . o:.0: ss 5.0 <6 s0:0:0'0 5 410 6:0 9100.6 950 35,000,000 
New York Connecting Railroad, to be built jointly by the ; 

Pennsylvania and the New York, New Haven & Hartford 14,000,000 
Pnensylvania Railroad improvements in New Jersey; elec- 

trification of line from Jersey City to Park Place, 

Newark; Greenville freight line and terminal on New 


WOK GUEN CON coos ore sa saa sek aaicen aris Ghee aewasun 10,000,000 
bai aati 
Mel ctus et heee boca cae ek brew eecneeeeae $159,000,000 


CORPORATE ORGANIZATION AND FRANCHISE CONDITIONS. 

As the tunnel extension lies partly in New Jersey and partly 
in New York, it was necessary to charter two companies. The 
New Jersey corporation was the Pennsylvania, New Jersey & 
New York, and the New York corporation, the Pennsylvania, 
New York & Long Island. These organizations were completed 
early in 1902. Subsequently, after the tunnels had been joined 
under the North river, the companies were consolidate’, 02 
June 26, 1907, and thereby formed the present company under 
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Map and Profile; New York Extension of the Pennsylvania. 
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the name of the Pennsylvania Tunnel & Terminal, a corpora- 
tion of both states. 

The franchise for the line from the boundary line between 
New York and New Jersey, in the Hudson river, to the eastern 
terminus at Sunnyside yard, grants rights in perpetuity, sub- 
ject, however, to a periodic re-adjustment of payments at in- 
tervals of 25 years, for the following: 

Two tracks under the Hudson river, Thirty-first street, and 
the East River. The company is permitted on notice within 
10 years to give up the right to these two tracks. 

Two tracks under the rivers and Thirty-second street, with 
a right for two additional tracks in Thirty-second street, west 
of Ninth avenue, and one additional track between Seventh 
and Fifth avenues, in Manhattan. 

Two tracks beginning at the station terminal site at Thirty- 
third street and Seventh avenue and thence running under 
Thirty-third street and the East river, with a right for one 
additional track on Thirty-third street, between Seventh and 
Fifth avenues. 

The station at Seventh avenue. 

The more interesting points of the franchise conditions are 
as follows: 

The company had to begin construction within three months 
after obtaining the necessary consents and complete the line 
within five years after construction began, except the route 
under Thirty-first street, for the completion of which the com- 
pany is allowed 10 year after the completion of the remainder 
of the line. 

The annual payments to the city may be summarized as fol- 
lows: 

First Next 
10 years. 15 years. 
For river rights $200 $200 
For tunnel rights in Manhattan, being 44,341 ft. . 
(partly estimated) of single track 44,341 
4,050 


For tunnel rights in Queens borough, being 
8,100 ft. (partly esimated) of single track. 
28,000 
$76,591 


22,170 
2,025 


For street rights on 31st and 33d streets, north 
and south of terminal. 





Total per year $38,395 


If the route under Thirty-first street be used, these amounts 
will be increased by $16,653 for the first 10 years, and by 
$33,305 for the next 15 years. 

The amounts to be paid are to be readjusted at the end 
of 25 years; and thereafter at intervals of 25 years. If the city 
and the company shall not agree upon the readjusted rates, 
they are to be determined by the supreme court of the state. 


Tunnel excavations had to be made without disturbing the 
surface of the street, except in the portions in front of the 
termina: station, and in Queens borough. The Rapid Transit 
Board (the predecessor of the present Public Service Commis- 
sion, First District) could, wherever conditions elsewhere 
make surface excavation necessary for efficient construction, 
grant the right for such excavation. 

The motive power was to be electricity, or such other power 
not involving combustion as may be approved. 

The company was to have no power to carry on merely 
local traffic, except with the approval of the board and for 
additional consideration to be paid the city. Traffic is defined 
as local which begins and ends in the city within five miles 
of the terminal station on Seventh and Ninth avenues. 

The company was not to oppose the construction of any 
rapid transit railway along or across the same routes which 
do not actually interfere with the authorized structures of the 
company. 

The company was bound to maintain and strengthen all 
parts of its railways under streets or avenues so that they 
would support safely any structures superimposed or which 
may hereafter be superimposed thereon by the city or under 
public authority. 

This franchise was passed and approved on December 23, 
1902. Subsequently, an agreement, dated June 21, 1907, was 
entered into by the city, the tunnel company, and the Long 
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Island Railroad, covering the construction of the Sunnyside 
yard. 

By this agreement 50 streets or avenues were discontinued 
or closed, the grades of 16 streets or avenues in the borough of 
Queens changed, and the portions of streets and avenues thus 
discontinued and closed, most of which had not yet been 
opened for public use, were sold to the railway companies. 

The agreement required the companies to construct, at their 
expense, four viaducts or bridges over their tracks and ter- 
minal development, three with roadways 42 ft. wide, one with 
a roadway of 60 fi. wide, and each to have two sidewalks 
10 ft. wide, the work to include the paving of the roadways 
and sidewalks. The companies were further required to pay 
one-half the cost of the construction of the foundations, abut- 
ments, piers, superstructures, and approach of an additional 
viaduct or bridge over the Sunnyside yard, to have a roadway 
not more than 60 ft. wide and two sidewalks each 10 ft. wide, 
and to grant the city a perpetual easement for the continuance 
of the same in the location on which it should be constructed. 

The companies were required to bear all the expense of 
changes of grade in the streets and avenues, except those made 
necessary by the construction of the viaduct or bridge to be 
paid for in part by the city; to indemnify the city against 
all liability for any and all damages which may accrue on 
account of any street which may be closed or the grades of 
which may be changed in pursuance of the agreement; to as- 
sume all liabilities by reason of the construction or operation 
of the railways or the construction of the viaducts, and to 
save the city harmless from any liability whatever, to either 
persons or property, by reason of the construction or opera- 
tion of the railways or the construction of the viaducts. The 
companies were also required to take care of sewers, etc., 
affected by the work. 


ENGINEERING ORGANIZATION. 

Samuel Rea, Vice-President, has general charge of all mat- 
ters involved in the designing and execution of the project. 

Before the beginning of the work the management appoint- 
ed a board of engineers which was instructed to examine into 
the project. to pass on its practicability, to determine on the 
best plans for carrying it out, to make an estimate of its cost, 
and, if the work were undertaken, to exercise general super- 
vision over its construction. 

The board was organized on January 11, 1902, when it held 
its first session, and continued until April 30, 1909, when it 
was dissolved, its work having been completed. The board, 
when organized, was composed as follows: Col. Charles W. 
Raymond, Corps of Engineers, U. S. Army, chairman; Gustav 
Lindenthal, Charles M. Jacobs, Alfred Noble, and William H. 
Brown. 

George Gibbs was appointed a member on April 9, 1902. 
Mr. Lindenthal resigned on December 15, 1903, and Mr. Brown 
resigned on March 1, 1906. William R. Mead, of McKim, Mead 
& White, architects for the terminal station, was associated 
with the beard for the consideration of architectural subjects. 
Robert H. Groff, secretary of the company, was also secretary 
of the board until his resignation on January 31, 1907. Will- 
iam Couper was acting secretary from April 15, 1907, to April 
30, 1909. S. Johannesson, Assoc. M. Am. Soc. C. E., was engi 
neer assistant to the chairman from December 1, 1905, to April 
30, 1909. 

For construction, the line was divided into four parts: the 
Meadows division, the North River division, the terminal sta 
tion, and the East River division. A chief engineer appointed 
by the management had charge of the construction of each 
division. Architects were employed to design the terminal 
station building and superintend its erection, and structural 
engineers to design and erect steel structures and facilities, 
and carry on the work under the direction of a chief ensineer 
of the company. Committees, consisting principally of o‘ficers 
of the Pennsylvania, co-operating with the regular ens ineer 
ing organization, were appointed to consider the operati::3 fea- 





, ae ae ae ee a 


ll io 











OcTOBER 22, 1909. 


tures of the project, so that the experience of the Pennsyl- 
yania’s organization might be utilized in the work. 
GENERAL DESCRIPTION. 

The following summary description of the various divisions 
of the line is intended to give a comprehensive idea of the 
general features of the project. Full details will be given in 
succeeding papers. 

Meadows Division.—Chief engineer until March 1, 1906, 
William H. Brown, chief engineer, Pennsylvania, when he re- 
tired from active service with the latter company; since then, 
Alexander C. Shand, chief engineer, Pennsylvania. 

This division consists of an interchange yard at Harrison, 
near Newark, N. J., adjoining the tracks of the present New 
York division of the Pennsylvania, and a double-track road 
across the Hackensack Meadows to the west side of Bergen 
Hill, 6.04 miles. The construction is embankment and bridge 
work, including bridges across the Pennsylvania, the Erie, and 
the Lackawanna, and the Hackensack river. 

North River Division.—Chief engineer, Charles M. Jacobs. 

This division commences at the west side of Bergen Hill and 
passes through the hill in two single-track rock tunnels to a 
large permanent shaft at Weehawken, near the west shore of 
the North river, and thence eastward 224 ft. to the Weehawken 
shield-chamber. It then passes under the river through two 
cast-iron, concrete-lined, single-track tunnels, with outside 
diameters of 23 ft., to a point under Thirty-second street, near 
Eleventh avenue, in New York, and thence through two single- 
track tunnels of varying cross-section, partly construcied in 
cut-and-cover, to the east side of Tenth avenue. It then passes 
into the station yard and terminates at the east building line 
of Ninth avenue. The work included the station yard exca- 
vation and walls from Tenth avenue to Ninth avenue, and the 
retaining walls and temporary underpinning of Ninth avenue. 
The aggregate length of the line in this division is 2.76 miles. 

New York Station and Approaches.—George Gibbs, chief 
engineer of electric traction and station construction. 

The station, with its approaches, extends from the east line 
ef Tenth avenue eastward to points in Thirty-second and 
Thirty-third streets, respectively 292 ft. and 502 ft. east of the 
west line of Seventh avenue. This division included the con- 
struction of subways and bridges for the support of Thirty-first 
and Thirty-third streets and Seventh, Highth and Ninth ave- 
nues, the station building between Seventh and Highth ave- 
nues, the foundations for the postoffice to be erected west of 
Eighth avenue, the service power house in Thirty-first street 
between Seventh and Eighth avenues, the power house in 
Long Island City, the traction system, tracks, signals, and mis- 
cellaneous facilities required in the physical construction of 
the entire terminal road ready for operation. McKim, Mead & 
White were the architects for the station and Westinghouse, 
Church, Kerr & Co. executed the structura! engineering work, 
both in the station and for the support of the streets, as well 
as the construction of the subways. 

The station is of steel skeleton construction with masonry 
curtain walls, all supported by a system of columns extending 
to a rock foundation. This building covers two city blocks and 
one intersecting street, and has an area of about 8 acres. 
It is 774 ft. long, 433 ft. wide, with an average height above 
the street of 69 ft., and a maximum of 153 ft. The main 
waiting-room is 277 ft. long, 103 ft. wide and 150 ft. high. The 
concourse is 340 ft. long and 210 ft. wide. 

The level of the track system below the street surface varies 
from 39 to 58 ft., and is from 7 to 10 ft. below mean high 
water in the harbor, thereby necessitating the establishment 
of an elaborate system of drainage over the entire station yard 
area. Access to the street is gained by elevators and stair- 
ways. 

To accelerate the loading and unloading of the trains, high 
platforms will be constructed in the station on a level with 
the floors of the cars, in order to avoid the use of car steps 
and increase the traffic capacity of the station. 
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There will be 21 standing-tracks at the station and 11 pas- 
senger platforms, providing 21,500 ft. of platform adjacent to 
passenger trains. Within the station area, which from Tenth 
avenue to the normal tunnel sections east of Seventh avenue 
comprises 28 acres, there will be a total of about 16 miles of 
track. 

The power house for the operation of the tunnel line and 
the Long Island Railroad is on property in Queens borough 
adjoining the present Long Island Railioad station near the 
East river, and was constructed under the chief engineer of 
electric traction and station construction. As at present de- 
signed, the dimensions of the structure are 200 ft. x 262 ft., 
outside measurement. It can accommodate six generating 
units of 5,500 k.w., the standard adopted for future work, and 
two of 2,500 k.w. for lighting the tunnels. The ultimate ca- 
pacity of this station when extended will be about 105,000 k.w. 

East River Division.—Chief engineer, Alfred Noble. 

This division begins at the eastern limits of the New York 
station and also includes the excavation work and retaining 
walls for the station site and yard, to the track level, west- 
ward to Ninth avenue. It extends eastward from the station 
under Thirty-second and Thirty-third streets through tunnels 
partly three-track and partly so-called twin tunnels to Second 
avenue; thence the line curves to the left under private prop- 
erty to permanent shafts a few feet east of First avenue. 
Four single-track, cast-iron, concrete-lined tunnels, with out- 
side diameters of 23 ft., pass under the East river, and, after 
passing through permanent shafts near the bulkhead line, 
reach the surface in Long Island City from 3,000 to 4,20C ft. 
east of the East river. The tunnel portals are in Sunnyside 
yard, which extends to Woodside, the easterly end of the 
division, and the yard grading with its buildings and a num- 
ber of city viaducts crossing it were executed under this 
division. The total length of the division is 4.48 miles. 

The total length of the entire line is 13.66 miles. There are 
6.78 miles of single-track tube tunnels, and the average length 
of the tunnels between portals is 5.56 miles. 

Details have been omitted from the foregoing description, as 
they can be treated better and more fully by the constructing 
engineers in succeeding papers. 

It was desirable to make the tunnels between the bulkhead 
lines of the rivers as straight as possible, and it was neces- 
sary to place them at sufficient depth below the dredging plane 
of the war department (which in the North and East rivers 
is 40 and 26 ft. below mean low water, respectively) to insure 
them against possible injury from heavy anchors or sunken 
vessels. Furthermore, they had to pass under the piers and 
bulkheads of Manhattan at a depth sufficient to make it cer- 
tain that they would not affect the stability of those structures. 
Another consideration influencing the establishment of the 
depth of the tunnels below the bottoms of the rivers became 
important as soon as the method of construction by shields 
with compressed air was adopted, namely, the necessity of 
providing sufficient cover to guard, as far as possible, against 
blow-outs during construction. 

The tunnels under the city, connecting the sub-river tunnels 
with the terminal station were located so as to give as favor- 
able grades as possible. The provision of the franchise re 
quiring the tops of the tunnels to be at least 19 ft. below the 
street surface, which had been suggested by the company to 
permit of future subways, had no effect on their location, as 
other conditions required them to be ut a greater depth. 

The line extending westward from Bergen Hill had to be 
established so as to give ample head-room at the numerous 
bridges over the railroads and highways which it crosses. 

Eastward from the East river tunnels the grades were estab- 
lished so as to rise as uniformly as possible to the level of the 
Sunnyside yard. 

The general features of the line, as finally adopted and con- 
structed, are as follows: 

The maximum grade west of the terminal station occurs on 
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the New York side of the North river, and is 2 per cent. in the 
west-bound and 1.93 per cent. in the east-bound tunnels; the 
ruling grades (for the ascending traffic) are 1.32 per cent. in 
the west-bound and 1.93 per cent. in the east-bound tunnels. 
In the tunnels east of the termina! station, the ruling grade is 
1.5 per cent. for both east-bound and west-bound traffic. There 
is, however, descending with the traffic a short section on a 
grade of 1.9 per cent. These grades would be objectionable 
with steam locomotives under a heavy traffic, but the develop- 
ment of the electric locomotive has rendered possible the 
operation of grades which would have formerly been consid- 
ered prohibitive. 

From the junction with the Pennsylvania, near Harrison, 
N. J., to Woodside, Long Island, 13.66 miles, there is an aver- 
age of 1.5 curves per mile; the line having a total curvature 
of 230 deg. The maximum curvature is 2 deg. 

The local passenger and freight traffic of the Pennsylvania 
and of other railways reaching the west shore of the North 
river is conducted by car-floats and ferryboats which deliver 
their loads at piers on the Manhattan waterfront aud else- 
where in the harbor. These boats obstruct and endanger the 
free navigation of the channels and occupy space along the 
waterfront greatly needed for the accommodation of the long- 
distance water-borne commerce, especially on the North river. 


In the East river the importance of ferryboats as a means 
of traffic distribution has already been greatly reduced by the 
construction of bridges and tunnels which provide for the 
greater part of the passenger and vehicular traffic. The North 
river, however, by reason of its greater width and the com- 
parative slowness of its currents, is by far the more important 
waterway for the use of ocean-going vessels of the larger classes. 
In this river the conditions for the construction of bridges, 
within the limits of commercial convenience, seem to be prac- 
tically prohibitory. Tunnels, for the transportation of pas- 
sengers and the diversion of the freight traffic from the inner 
waters of the harbor, are apparently the only available means 
of relief. 

When the new line is in operation, a very large part of the 
New York passenger traffic of the Pennsylvania will be car- 
ried to the New York station at Seventh avenue and Thirty- 
third street and the rest will go to Cortlandt street through the 
Hudson & Manhattan tunnels. Thus a large portion of the 
Pennsyivania passenger ferry traffic, which amounts to more 
than 91,000 passengers daily, will be practically eliminated 
from the water-transportation problem. In addition, a large part 
of the Long Island Railroad’s passengers will use the station 
at Seventh avenue and Thirty-third street, and its ferry traffic 
will be reduced accordingly. 

The new arrangements for the transfer of freight from 
Greenville to Bay Ridge will relieve the inner waters of the 
harbor of a large volume of obstructive car-float traffic. There 
appears to be no reason why this traffic should not be even- 
tually conducted through tunnels under the outer harbor, 
should future transportation conditions justify the enormous 
cost of such structures. 

While these new arrangements greatly reduce the passenger 
and freight water transportation, they have no effect on the 
large vehicular traffic across the North river which must con- 
tinue to be conducted by ferries until it can be otherwise pro- 
vided for. As long as these conditions exist, ferryboats must 
be used in large numbers and continue to obstruct the North 
river. This difficulty probably cannot be overcome by the con- 
struction of bridges, as in the case of the East river, but it 
does not seem too much to expect that, eventually, tunnels 
to provide for the vehicular traffic, like the Blackwall tunnel 
under the Thames, will be established under the North river. 

It would be interesting to estimate the increase in railway 
traffic capacity resulting from these improvements, but the 
data required for this purpose are not available. Some idea 
of the increase in passenger traffic capacity resulting from the 
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establishment of the tunnel line may be obtained by compar. 
ing the proposed daily train movements for the new station 
with the train movements at other important railway stations. 
The daily train movements of six such stations are given in 
the following table: , 


Total trains inand Movement at 
out a | hours. 


maximum bour, 
Jersey City 29 
Broad Street Station, 
Union Station, St. Loui 
South Terminal Station, Boston 
Grand Central Station, New York... 
*Pennsylvania Station, New York... 


*Proposed train service when station is opened, the ultimate capacity 
of the station being in excess of 1,000 trains per day. 

The freight capacity of the Pennsylvania system at New 
York has been greatly enlarged by the construction of the 
Greenville yard and the facilities connected therewith, but it 
is impossible to estimate the amount of this increase; however, 
it is worthy of remark that, during the period from 1900 to 
1906, the freight traffic density on the directly-operated lines 
of the Pennsylvania increased from 3,268,330 to 4,742,081 ton- 
miles per mile of road, a growth of nearly 50 per cent. Doubt- 
less the improved freight facilities of the New York district 
had a large influence in the development of this increase. 

One of the most interesting points connected with this de- 
velopment of traffic facilities is its influence on the relative dis- 
tribution of population in the different parts of the metro- 
politan district. In 1907 the population per acre of the dit- 
ferent divisions of Greater New York was reported as fol- 
lows: Manhattan, 157; Brooklyn, 29; Bronx, 14; Queens, 3; 
Richmond, 2. The effect of new lines connecting some of these 
districts, and sections of New Jersey not far from the North 
river, with the business center of the city will undoubtedly be 
to increase greatly their population density. It does not seem 
probable that the population density of Manhattan will be 
sensibly reduced by these improvements, for they stimulate the 
increase of population, and apparently no increase of trans- 
portation facilities can keep up with the growth of the city. 
The population of a great commercial city must be congested 
near the business center. This is a necessary condition of its 
existence. All that can be done to meet this condition is to 
provide all possible facilities for moving the people into and 
out of the business districts and within its limits. 


When the Pennsylvania tunnel extension is in operation the 
easiest and quickest way for the passenger to reach the city 
from Newark will bring him into the Pennsylvania station at 
Seventh avenue and Thirty-third street. The schedule fast 
time from Newark to the New York Cortlandt street station 
is now 25 minutes. This may be reduced to about 18 minutes 
by the use of the Hudson & Manhattan tunnels, and while this 
involves inconvenience in changing transportation at Jersey 
City, yet it brings the traveler three blocks nearer Broadway. 
The time from Newark to the Pennsylvania station will be 
about 17 minutes, and the trip will be made without change of 
transportation, so that,undoubtedly, by far the greater part of 
the Pennsylvania’s passenger traffic desiring to reach the 
shopping and hotel center of the city will go to the new up- 
town station. 

The effect of the tunnel extension in increasing the volume 
and rapidity of the up-town movement and the real estate 
values will be very great; indeed, its influence is already ap- 
parent, although the line is not yet opened for traffic. With 
the extension of the present subway down townh on the west 
side with direct connections to Brooklyn, and up town from 
Forty-second street to the Bronx, with connections to permit 
convenient transfers between these two straightaway subways 
—one on the east side and the other on the west side of Man- 
hattan—will make the Pennsylvania station a great center for 
receiving and distributing passenger traffic between al! the 
boroughs of the city and outlying points. The new postoffice 
to be established adjacent to the terminal station will 3ls0 
greatly assist in accelerating the uptown movement. 
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UNIFORM DEMURRAGE RULES.* 





The movement for uniform demurrage is in the interest 
of the average shippers—the multitude who are nevei the 
beneficiaries of discrimination. It is not a railway move- 
ment, although some wise railway men are very friendly 
to it. Its basic idea is this: that railways should compete in 
rates and in excellence of service, if we can get them to, but 
that they should not compete in the allowance of idle time 
for cars if it can be prevented. The railway which competes 
in rates is giving something which belongs to it to give. The 
railway which improves its service is robbing nobody, but 
is benefiting both its customers and its competitors. But the 
railway which grants an extra and unnecessary day’s idle time 
for a car is giving that which belongs to it no more than to 
all the other cars and to all the shippers in the country. There 
is little or no difference of opinion as to the amount of the daily 
charge. The trouble comes in determining the amount of the 
free time. The charge generally, the country over, is $1 per day, 
this being varied by the charge of 25 cents after an average 
free time of six days which obtains upon cotton cars in New 
England, and by the charge of $6 per day after a straight 
free time of two days which obtains upon intrastate ship- 
ments in California. 

This movement began at the last annual convention of the 
National Association of Railroad Commissioners at Wash- 
ington a year ago. 

The committee on the subject, Franklin K. Lane, chairman, 
has representatives from forty state commissions. This com- 
mittee has worked diligently. The proposed code is not in 
final form, but it is already being vigorously opposed by 
many interests, which, either rigidly or wrongly, feel that as 
to them some special exception or exemption must be made. 

The difficulties of securing the adoption of the proposed 
code when it shall finally be framed are very great. Twenty- 
eight states have promulgated demurrage rules, which have 
the force of law as to shipments wholly within such states, 
and which can be changed only by action of either the state 
commissions or the state legislatures. Fourteen of the states 
have adopted demurrage rules by statute. Thirteen more 
have adopted demurrage rules by action of their state com- 
missions. One state has a code framed partly by statute and 
partly by its commission. Therefore, before the proposed 
code can become applicable to all state shipments, there must 
be affirmative action by not less than fifteen state legis- 
latures and by fourteen state commissions. 

With regard to interstate shipments the adoption of the 
proposed code will be slightly less difficult. The Interstate 
Commerce Commission has not the power to direct the rail- 
ways to adopt it for application to interstate shipments, but 
the railways themselves are free to substitute the new code 
for their present rules upon 30 days’ notice. To compare this 
or any code with all of the varying sets of rules now obtain- 
ing in the country would be an immense task, as the present 
cemurrage rules are remarkable for their indefiniteness and 
variety. 

I want to get you to agree to two or three fundamental 
propositions. First, no shipper ought to pay very much de- 
mmurrage. In this you all will agree. It is the one proposi- 
tion which has the united support of all shippers and all rail- 
way men. The exemption from demurrage which is gained 
by broad and ambiguous exceptions in the rules, and by un- 
fair application of these exceptions, is bad for the shipping 
public generally. It results in the detention of cars when 
they are most needed. 

Another proposition is this: the carriers of the country 
should serve their shippers absolutely without discrimina- 
tion. The general counsel of one of our great lines not long 





*Hxtracts from an address by John H. Marble, attorney of the Inter- 
state Commerce Commission, before the annual convention of the Grain 
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ago, in discussing a questionable arrangement to which his. 
line was a party, agreed frankly that no defense could be 
made except this, that such arrangements were general on 
the part of other carriers in the same district, competing with 
that district in the markets of the country. He said: “We 
ought to clean all those things out, but if you clean them 
out as to this industry only, you will place it at a disad- 
vantage to other industries on our line * * * and many 
shippers will be seriously injured.” 

Probably many of you feel the same way. There should 
be no discrimination in the. crusade against discrimination. 
To impose the virtue of the statute upon one competitor and 
to leave other competitors free, is to make discrimination 
worse rather than better. 

If any of you do not heartily agree to the proposition that 
railways should not discriminate, I am sure that, at least, 
each of you will agree that no discrimination should be made 
against him, but if discrimination is to be allowed at all you 
may be certain that nearly all of you will be on the losing 
side. You cannot afford to risk your businesses on a chance 
in a distribution of railway favors, any more than you can 
afford to take any other needless risk. Self-interest serves 
as the foundation of a good deal of virtue in this world, and 
the business man who does not stand with the Act to Regu- 
late Commerce against all discriminations because he does 
not want any unfair advantage over his competitor may well 
consider whether he should not stand with it because it is his 
only insurance that his competitor will not have an unfair 
advantage over him. If your elevator is full of grain, your 
contracts calling for delivery at the central markets, and 
the railway failing to furnish cars for loading—that is car- 
shortage. If you buy empties away from your neighbors, 
your neighbors in turn will buy them from you, and you will 
both have lost. It costs money and is bad for the morais of 
the men who sell them to you. So far as the purchase of 
grain is concerned you might as well be located in a desert. 

It is necessary that in each locality the demurrage rules 
applicable to both state and interstate shipments should be 
identical, and very generally this will be found to be the 
case. It is impracticable for the carriers to operate two sets 
of demurrage rules in the same localities applicable to the 
same mass of equipment. Demurrage rules are operated 
through the medium of very busy and not very well-paid 
clerks. If they are bound to distinguish between state and 
terested in preventing the imposition of unnecessary expenses 
demurrage rules, the liability of inaccuracy is more than 
doubled, while the expense of keeping the demurrage accounts 
will also be more than doubled. As shippers you are in- 
terested in preventing the imposition of unnecessary expenses 
upon the carriers that serve you, for the reason that finally 
such expenses will find their way into your freight rates or 
out of service given you. Hither your freight rate will be 
increased or your service will be decreased to the precise ex- 
tent of the addition to the operating expenses of your car- 
riers—at least to the precise extent, and perhaps a little more 
to make up for wear and tear and bookkeeping. 

Moreover, with two sets of rules, one applicable to state 
shipments and the other applicable to interstate shipments, 
you are called upon to scrutinize the charges made against 
you to determine that each shipment has been placed in the 
proper class. If the state rules are more liberal than the 
interstate rules and you accept a bill for demurrage which 
classifies your interstate shipment as a state shipment, and 
therefore reduces the charge, you will have criminally 
violated the Act to Regulate Commerce and the Elkins Act 
in something more than a merely technical sense. I need 
not tell you that the question as to whether a given ship- 
ment is interstate in character is frequently exceedingly 
nice, calculated to puzzle lawyers and to divide courts. Un- 
der these circumstances the only course of absolute safety 
for either carrier or shipper is to remove the danger of 
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guessing inaccurately by having the demurrage rules identical 
for both state and interstate shipments. 

The states freely exercise the power to make state de- 
murrage rules. The federal government pursues a different 
course, leaving to the interstate carriers the duty of framing 
the rules, subject to change, by order of the Interstate Com- 
merce Commission, only when they are unjust or unreason- 
able. The result is that the demurrage rules break into as 
many conflicting codes as there are state jurisdictions exer- 
cising their power. The statemade codes, with possibly one 
exception, are uniformly too liberal for the general good 
of the shipping community in their permission to shippers 
to hold cars without expense, some codes yielding to one 
local interest and some to another. So all the rules become, 
not excessive in their changes, but too liberal for the public 
good, and, so varied in their provisions and in their appli- 
cation that a shipper needs both a lawyer and a detective 
before he can venture a guess as to the demurrage rate 
actually paid by his competitor in some other state. If you 
care to make the right actual, which according to our federal 
courts is yours theoretically, to know from the tariffs not 
only what rate you must pay, but also what rate is paid by 
your competitor, you must be friendly to the movement for 
uniformity of demurrage rules and for uniformity in their 
enforcement. 


There is, as the railways do business, as truly one lot of 
cars for the entire country as there is one lot of blood in 
a body or one lot of water in a lake. The car that is loaded 
with cotton in Oklahoma may go to New Orleans for the 
export trade; it may go to New England for the domestic 
trade; it may go to any one of a hundred destinations. It is 
a car that might be used in Iowa to carry corn, in the Dakotas 
to carry wheat, in any city to carry general merchandise. 


When a state legislature or a state commission or a traffic 
‘ manager is asked to give increased free time to some ship- 
ping interest, the matter is discussed as if it were a proposi- 
tion of increasing a railway service or reducing a railway 
rate. That is, it is discussed as if it were a question between 
a carrier on one side and certain shippers on the other. It 
is not such a question. It is one between a local interest 
and the general public good. When a state or a railway 
grants additional idle time for cars, the rule does not apply 
to equipment dedicated to the use of that state only, or owned 
by that railway only. It applies to that portion of the gen- 
eral body of equipment which may for the day be serving 
that state. It applies to cars owned beyond state lines, and 
engaged in serving the shippers of all the states. When a 
local rule gives an additional day for the loading or unload- 
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ing of any class of traffic it depletes the general car supply, 
not the local supply, to just that extent. 


It is the same with box-cars that it is with buffalo and 
forests, and fish. If they are not to disappear when they are 
most needed, you must have a national conservation policy, 
and not leave them to the mercy of merely local interests. 
There cannot be three or four, or ten, or even an unlimited 
number of days free time on cars at tnis point or that with- 
out depleting the car supply of the shipper of grain in the 
country beyond the Missouri. This is not a movement which 
calls for self-sacrifice, but rather for that enlightened atti- 
tude which understands that in matters affecting common 
interests, narrow selfishness and greediness do not make for 
wisdom or even for individual profit. Uniform demurrage 
rules must be stricter than the local rules they supersede if 
they are to do any good. To copy all the provisions for idle 
time now in the various local codes, thus making each one 
available to all shippers, would be doubtful progress, although 
it would have the merit of being non-discriminatory. The 
effort must be to make the cars move rather than to continue 
the devices for allowing them to be held stationary. To this 
end, shippers must expect to see the free time they now 
enjoy shortened toward, if not to, a limit of two days. As 
each shipper readjusts himself, he can be assured that his 
competitor in whatever state he may be, is making a like 
adjustment, and that the prosperity of the entire country, in 
which all shall share, will be increased by the change. 





FOREIGN RAILWAY NOTES. 


According to a consular report coal deposits have been found 
in Siberia, near Kemerovo, Tomsk. The vein is in places five 
miles wide and many feet thick. 


A consular report describing some concrete buildings in 
Swatow, China, says that in some cases split bamboo poles 
have been used for reinforcement. This is successful in pre- 
venting cracks and strengthening the walls, and the bamboo 
does not rot. 


We are informed that in consequence of a rise in the prices 
charged by the breweries for beer, a conference of three of 
the Prussian State Railway managements has been held to 
decide what the station restaurants may charge at retail, and 
that it is decided that they may require 10 pfennige (2.4 
cents) for a mug holding two-tenths of a litre, and 15 pfennige 
for seven-twentieths litre, which may be called a schooner. 








Name of road. 
Mileage operated, miles . 
Receipts : 
Fast train traffic 
Slow train traffic 
Income from other sources ...... 


The above is divided as follows: 
Passenger, per cent 
Fast freight, per cent. .......... 
Slow freight 
Other sources, per cent 


I — “ 
yeneral office and overhead chrgs 
Operating 
Equipment 
Permanent way and buildings.... 
Miscellaneous 


Expenses divided as follows: 
General office and overhead 
charges, per cent 
Operating 
Equipment 
Permanent way and bldgs, pr. ct.. 
Miscellaneous, per cent 


Net profit 
Percent. expenses of receipts....... 


THE OPERATIONS OF FRENCH RAILWAYS IN. 1908. 


Nord. 
2,342 


$23,215,545 
30,844,475 
784,564 


Est. 
3,110 


$18,730,425 
26,697,025 
751,992 


Ouest. 
3,650 


$23,714,289 
18,714,377 
1,126,480 





$54,844,584 


953,684 


$46,189,442 


$2,349.019 
10,057,609 
9,993,506 
3,713,676 
105,920 


$43,555,146 


Orleans. 
4,587 


$24,472,974 
30,234,436 
537,444 


$55,344,854 


31.4 

12.9 

54.73 
0.97 


$2,837,610 
8,447,963 
12,182,023 
5,445,391 
868,125 





$31,799,293 


8. 
9,3 
3.5 


2 
4 
15.51 


3.01 
$23,044,291 
57.62 


$27,219,730 


$18,951,712 
58.95 


9,246,644 


9.28 
34.90 
37.63 
13.31 

4.88 


$14,308,502 
67.10 


$29,981,116 


Paris, Lyons 
& Medit. 
5,927 


$46,070,395 
55,221,856 
1,427,722 


$102,719,973 


‘39 


$4,428,612 
17,784,646 
21,651,361 
9,906,134 
747,916 


$54,518,669 


32.62 
39.72 
18.17 

1.37 





$25,463,738 
53.88 


$48,201,304 
53.07 


Midi. 
2,391 


$10,770,760 
13,819,282 
536,663 


$20,126,707 


35.06 
7.81 
54.99 
2.14 


$1,739,928 
4,355,890 
4,524,213 
1,925,831 


$12,545,862 


Total. 
22,007 


$146,974,389 
175,531,431 
4,951,645 


$327,457,465 


82.93 
11.95 
54.61 

1.51 


$16,798,868 
60,118,839 
73,104,765 
30,786,784 
4,104,100 


$184,913,376 


9.09 














G@eneral News Section. 


The intermittent pre-cooling plant built by the Southern 
acific at Roseville, Cal., wag put in operation on October 9. 


C. H. Turner, owner of a township in the Adirondack moun- 
tains, has sued the New York & Ottawa Railway for $410,000 
for loss of timber two years ago in a fire which is alleged 
to have been caused by sparks from a locomotive. 


The Texas Railroad Commission has agreed to exempt 
from its “30-minute order’ the Katy Limited, the new train 
of the Missouri, Kansas & Texas. The 30-minute rule forbids 
the holding of trains more than 30 minutes at junctions for 
connections. 


The New York Central Car Demurrage Bureau, reporting 
72,127 cars for the month of September, advise the average 
detention by the railways was .383 day, and the average de- 
tention by the consignee was 1.7 days, making a total average 
detention of 2.03 days. 


Charles T. Ripley, graduated last June in railway electrical 
engineering at the University of Illinois, has received the first 
prize, given by the John G. Brill Company, of Philadelphia, a 
memorial medal and $250, for a design for electric railway 
cars for city service. Mr. Ripley’s graduating thesis, upon 
which he won the prize, was on the design of the car body. 


The Attorney-General of California has given an opinion 
that the street railways of that state should not be required 
to make annual reports of their earnings to the secretary of 
state. The Attorney-General says that railways which are 
under the control of the state are so treated mainly for the 
purposes of regulating their services and rates, but, on this 
principle, the city railways would be exempt from state regula- 
tion because the municipalities have full power of control 
over them in these matters. 


At a meeting of the chamber of commerce in Charleston, 
W. Va., last week, Senator Elkins told the members that they 
had better not expect railways, when offered plenty of traffic 
on their own lines, to allow their freight cars to go off on 
other lines. The senator doubts whether the courts would 
sustain the Interstate Commfrce Commission in issuing an 
order to that effect. Both Senator Elkins and ex-Senator H. 
G. Davis, president of the Coat & Coke Railway, are quoted as 
saying they had no objection to the establishment of a state 
railway commission in West Virginia. 


President McCrea, of the Pennsylvania, is quoted in a 
Chicago paper aS saying that the new union passenger station, 
costing approximately twenty-five millions, is to be built for 
the roads using the present union station at Adams street; 
tbat is, the Pennsylvania Lines, the Burlington, the Alton, 
and the Chicago, Milwaukee & St. Paul. It is stated that the 
Pennsylvania Company hag bought almost the entire block 
facing the Northwestern’s new station, between Washington 
and Madison streets and east of Canal, and that probably the 
new station will be built opposite the new Northwestern: sta- 
tion, on Madison street. 





The Brussels-Aix la Chapelle Railway. 





Plans for constructing the new government railway from 
Brussels to Aix la Chapelle (in Germany, near the Belgian 
boundary) are well advanced. The distance is 77 miles, air 
line. The location of the line from Brussels to Tongres, 46 
miles, air line, hag been determined, and the route on to the 
German frontier is being studied. This new line, it is said, 
Will be one of the highest speed lines on the continent, and 
will be constructed so that electric traction can eventually 
be substituted. It will be most favorably located for running 
at high speed, as it is almost free of curves. The railway 
administration is trying to insure by the new line more rapid 
service to England, so as to reduce time between London or 
Liverpool and central Europe, and thus improve Belgium’s 


position as a railway transit country for both passengers and 
freight. 

The treaty between Germany and Belgium provides that 
work on the Belgian section of the international line must 
be completed within 10 years after the approval of the project 
by the Belgian parliament, and, as approval has been given, 
the railway department has eight years in which to complete 
the work. It is generally believed, however, that the line 
will be completed earlier. 

Regarding that portion between Tongres and Germany, the 
Belgian government has completed plans for the section be- 
tween Tongres and Welkenraedt. Thence to Herbesthal, Ger- 
many, the line is to remain ag it is, the German government 
having agreed to reduce the 2.5 per cent. grade at Ronheide 
to 0.9 per cent. On the section westward from Brussels to the 
coast a new station will be erected at Bruges, two-thirds of 
a mile from the present depot, thereby doing away with the 
present system of leaving the main line to reach Bruges. This 
arrangement will enable trains to pass through Bruges at 78 
miles an hour. Furthermore, as the new line being built be- 
tween Denderleeuw and Ghent is arranged for electrical equip- 
ment and high speed, it is probable that trains running on the 
new road will make use of it. 

Throughout the entire length the new road wili have no 
grade crossings and no curve over 0.5 deg. It is said that the 
speed to be maintained by trains will be 94 miles, at which 
the country can be traversed in 2% hours. 





Test of Headlights in Indiana. 





Near Avon, Ind.. on the Cleveland, Cincinnati, Chicago & 
St. Louis, last week, a whole night was spent in making ex- 
periments with oil and electric lights, the tests being carried 
out by the state railway commission, in pursuance of a law of 
Indiana, requiring the commission to investigate the subject 
and then issue an order requiring the best headlights to be put 
in use throughout the state. A number of engineers and rail- 
way officers accompanied the commissioners. Facing an elec- 
tric light on an engine coming from the opposite direction, the 
observers could not see a semaphore light until they got within 
2,000 ft. of it, though when facing an oil light the signal could 
be seen 5,000 ft. away. On a locomotive with an electric head- 
light moving east the classification lamps on the front of the 
boiler could not be seen by the observers until they approached 
within 400 ft., but when the engine was equipped with an oil 
light they saw the classification lights 700 ft. away. With an 
electric headlight on the observation car, the observers, look- 
ing for a hand-car on the track, were able to see it only 700 
ft. away, and a coal car was not visible until they reached a 
point within 1,000 ft. of it. A man on the track was seen 
no farther than 200 ft.; but a car on a siding, not clearing the 
main line, was seen 870 ft. away. One of the commissioners 
told a reporter that the Brotherhood of Trainmen had filed 
with the commission a resolution asking the board not to 
prescribe electric headlights, as the use of these lights made 
the work of the trainmen more difficult. 





Bion J. Arnold on Electrification of Steam Roads in Chicago. 





Bion J. Arnold, of the Arnold Company, Chicago, quoted in 
the Chicago Evening Post, says that at least three of the rail- 
ways entering Chicago could electrify their terminals in that 
city with advantage to the city and to themselves. The transi- 
tion from steam to electricity could be made in three years, 
but five years would allow a better opportunity to make the 
change successfully. The cost would necessarily be large, but 
wherever a study of conditions will show that the resulting 
economy will bring a fair return on the investment electrical 
operation should be inaugurated for the good of Chicago. He 
said he spoke without prejudice to any interest since he had 
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not had occasion to make a detailed study of local conditions. 
To enforce arbitrary ordinance requirements against all rail- 
ways centering in the city would be to require the impossible. 
Continuing Mr. Arnold said: 

“It is an engineering fact, now well established, that our 
great railway terminals, where traffic is constant, switch en- 
gines are shunting back and forth and suburban trains run at 
frequent intervals, can be operated more economically by elec- 
tricity than by steam. 

“On the lines of the Illinois Central conditions apparently 
exist which are most favorable to this change. To install 
electrical equipment you incur large fixed charges, but with 
constant use a large economy is effected. Heavy freight trains 
running at long intervals provide a poor field for electrification. 

“The experience of eastern roads in the abandonment of the 
steam locomotive has demonstrated the possibility of economy, 
but it has not as yet been fully realized. The maximum use 
is not now being obtained on the New York Central or on the 
New York, New Haven & Hartford. When it is, the full 
economy will become apparent.” 





Chicago Subway. 


Following a conference of stockholders and others inter- 
ested in this company, held in New York last week, it was an- 
nounced that satisfactory arrangements had been agreed upon 
to settle temporarily the company’s financial difficulties. Up 
to last July the traffic receipts of the tunnel lines were small, 
but since then the net earnings have amounted to more than 
one-half of the fixed charges. The number of cars moved daily 
was about 3,500. It was announced that the tunnel leading to 
the lake docks would be opened this week. 





Abandonment of Farnham Shops. 


According to a statement in the Montreal Herald, presented 


as having been confirmed by officers of the road, the Canadian 
Pacific has decided to close its shops at Farnham, P. Q., and 
to have the work heretofore done there transferred to the 
Angus shops at Montreal. It is said that the Farnham shops 
have employed 400 men. 





Welland Canal. 


The Canadian government engineers have reported a tenta- 
tive route for a new Welland Canal large enough to provide 
for successful competition with the Erie barge canal. The 
new line is from Port Colborne to Fifteen Mile Creek, empty- 
ing into Lake Ontario there instead of at Port Dalhousie. This 
canal will have seven locks, instead of the twenty-five which 
now make the canal expensive and slow. The new canal may 
be built in five years. It will be seven miles shorter than the 
present route. The government will be asked to pass legisla- 
tion at the coming session to provide for the building of the 
canal. 





American Society of Civil Engineers. 


At the meeting held on October 20, a paper by Chester W. 
Larner, Esq., entitled Characteristics of Modern Hydraulic Tur- 
bines, was presented for discussion and illustrated with lan- 
tern slides. This paper was printed in the August number 
of Proceedings. 





American Association of Traveling Passenger Agents. 


The following officers for the ensuing year were elected at 
the meeting of this association in Chicago last week: Presi- 
dent, George W. Andrews, Pacific Coast Steamship Co., Seattle, 
Wash.; vice-president, Charles W. Humphrey, Chicago & East- 
ern Illinois, St. Paul, Minn.; secretary, Gordon G. Noble, Le- 
high Valley, Philadelphia, Pa. The members of the executive 
committee were re-elected. 

On the evening of October 13 the association gave a dinner 
to the general passenger agents at the La Salle hotel. M. 


Vout. XLVII., Ne. 17. 


H. Bohreer (M. & O.), president of the association, introduced 
A. B. Calder, general agent of the passenger department of 
the Canadian Pacific at Seattle, Wash., who was toastmaster. 
Warren J. Lynch, passenger traffic manager of the New York 
Central Lines, made a brief talk in which he dwelt on the 
importance of the work of the traveling passenger agent, and 
Wilbur D. Nesbit, of the Chicago Evening Post, entertained the 
diners with a witty monologue interspersed with readings of 
his own poems. The next meeting of the association will be 
held in Dallas, Tex., on dates to be fixed by the executive com- 
mittee. 





Railway Storekeepers’ Association. 


The seventh annual convention will be held at St. Louis, 
Mo., on May 16, 17 and 18, 1910. Headquarters will be at the 
Planters’ hotel. J. P. Murphy, secretary-treasurer, Box C, Col- 
linwood, Ohio. 


MEETINGS AND CONVENTIONS. 





The following list gives names of secretaries, dates of newt or regu- 
lar meetings, and places of meeting. 


AIR BRAKE ASSOCIATION.—F. M. Nellis, 53 State St., Boston. Mass. 

AMERICAN ASSOCIATION OF DEMURRAGR OFFICERS.—A. G. Thomason, 
Scranton, Pa. June, 1910; Niagara Falls, Ont. 

AMERICAN ASSOC. OF LOCAL FREIGHT AGENTS’ ASS’NS.—G. W. Denni- 
son, Penna. Co., Toledo, Ohio. 

AMERICAN INSTITUTE OF ELECTRICAL ENGINEERS.—R. W. Pope, 33 West 
39th St., New York; second Friday in month; New York. 

AMERICAN RAILWAY ASSOCIATION.—W. F. Allen, 24 Park Place, New 
York; Nov. 17; Chicago. 

AMERICAN RAILWAY BRIDGE AND BUILDING ASSOCIATION.—S. F. Patter- 
son, B. & M., Concord, N. H. 

AMERICAN RAILWAY ENGINEERING AND MAINT. OF Way Assoc.—B. H. 
Fritch, Monadnock Bldg., Chicago. March 14-17, 1910; Chicago. 

AMERICAN RAILWAY INDUSTRIAL ASSOCIATION.—G. L. Stewart. St. L. 
S. W. Ry., St. Louis; second Tuesday, May; Memphis, Tenn. 

AMERICAN RAILWAY MASTER MECHANICS’ ASSOCIATION.—J. W. Taylor. 
Old Colony Building, Chicago. 

AMERICAN SOCIETY FOR TESTING MATERIALS.—Prof. Edgar Marburg, 
Univ. of Pa., Philadelphia. 

AMERICAN SOCIETY OF CIVIL ENGINEERS.—C. W. Hunt, 220 W. 57th St., 

- ¥.; Ist and 3d Wed., except July and August; New York. 

AMERICAN SOCIETY OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 
39th St., N. Y.; 2d Tues. in month: annual, Dec. 7-10; New York. 

AMERICAN STREET AND INTERURBAN RAILWAY ASSOCIATION.—B. V. 
Swenson, 29 W. 39th St., New York. 

ASSOCIATION OF AM. Ry. ACCOUNTING OFFICERS.—C. G. Phillips, 143 
Dearborn St., Chicago; June 29. 1910; Colorado Springs. 

ASSOCIATION OF RAILWAY CLAIM AGENTS.—E. H. Hemus, A., T. & S. F. 
Topeka, Kan.; May; Nashville, Tenn. 

ASSOCIATION OF RAILWAY TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 
Wisconsin Central Ry., Chicago. May 16-20, 1910; Los Angeles. 

ASSOCIATION OF TRANSPORTATION AND CAR ACCOUNTING OFFICERS.— 
G. P. Conard, 24 Park Place, N. Y. Dec. 14-15; Chattanooga. 

CANADIAN RAILWAy CLUB.—James Powell, Grand Trunk Ry., Montreal, 
Que. : Ist Tues. in month, except June. July and Aug.: Montreal. 

CANADIAN Society oF CIVIL ENGINEERS.—Clement H. McLeod, Mon- 
treal, Que.; irregular, usually weekly: Montreal. 

CENTRAL RAILWAy CLUB.—H. D. Vought, 95 Liberty St., New York; 2d 
Friday in January, March. May, Sept. and Nov.; Buffalo. 
FREIGHT CLAIM ASSOCIATION.—Warren P. Taylor, Rich., Fred. & Pot. 

R., Richmond, Va. June 15, 1910, California. 
INTERNATIONAL MASTER BOILER MAKERS’ ASSOCIATION.—Harry D. 
Vought, 95 Liberty St., New York. 
INTERNATIONAL RAILWAY FUEL ASSOCIATION.—D. B. Sebastian, La Salle 
St. Station, Chicago. 
INTERNATIONAL RAILWAY GENERAL FOREMEN’S ASSOCIATION.—L. H. 
Bryan, D. & I. R. Ry., Two Harbors, Minn.: May; Cincinnati. 
Iowa RAILway CLuB.—W. B. Harrison, Union Station, Des Moines, Ia.; 
d Friday in month, except July and August; Des Moines. 
MASTER CAR BUILDERS’ ASSOCIATION.—J. W. Taylor, Old Colony Bldg.., 


cago. 

NEW ENGLAND RAILROAD CLuB.—G. H. Frazier, 10 Oliver St., Boston, 
Mass. ; 2d Tues. in month, ex. June, July, Aug. and Sept. : Boston. 

New YorkK RAILROAD. CLUB.—H. D. Vought, 95 Liberty St., New York: 
3d Friday in month, except June. July and August ;. New York. 

NorTH-WEST RAILWAY CLUB.—T. W. Flanagan, Soo Line, Minn.; 1st 
Tues. after 2d Mon., ex. June, July. August: St. Paul and Minn. 

RAILWAY CLUB OF PITTSBURGH.—J. D. Conway, Pittsburgh, Pa.; 4th 
Friday in month, except June, July and August; Pittsburgh. 

RAILWAY SIGNAL ASSOCIATION.—C. C’ Rosenberg, 12 North Linden St., 
Bethlehem, Pa. 

RAILWAY STOREKEEPERS’ ASSOCIATION.—J. P. Murphy, Box C, Collin- 
wood, Ohio; May 16-18; St. Louis 

ROADMASTERS’ AND MAINTENANCE OF WaAy ASSOCIATION.—Walter E. 
Emery, P. & P. U. Ry., Peoria, Ill. , 

Sr. Louis Ratway Cius.—B. W. Frauenthal, Union Station, St. Louis, 
Mo. ; 2d Friday in month, except June, July and Aug.: St. Louis. 

Society OF RAILWAY FINANCIAL OFFICERS.—C. Norquist, Chicago. 

SOUTHERN ASSOCIATION OF Car SERVICE OFFICERS.—J. H. O’Donnell, 
Bogalusa, La. 

SOUTHERN AND SOUTHWESTERN Ry. CLuB.—A. J. Merrill, Prudentia! 
Bldg., Atlanta; 3d Thurs., Jan., April, Aug. and Nov.; Atlanta. 

TRAVELING ENGINEERS’ ASSOCIATION.—W. O, Thompson, N. Y. C. & H. 
R. R. R., East Buffalo, N. Y. 

WESTERN CANADA RArLway CLuB.—W. H. Rosevear, 199 Chestnut St., 
Winnipeg; 2d Mon., ex. June, July and Aug.: Mtg < 
WESTERN RAILWAY CLUB.—J. W. Taylor, Old Colony Bldg., Chicago ; 3d 

Tuesday each month, except June, July and August; Chicago. 
WESTERN SOCIETY OF ENGINERRS.—J. H. Warder, Monadnock Bld¢z. 
Chicago; 1st Wednesday, except July and August; Chicago. 
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Oraftic News. 


The number of loaded freight cars passing Altoona on the 
Pennsylvania Railroad in the month of September was 84,797, 
an increase of 416 over the same month two years ago, which 
was the heaviest month up to that time. 





A, H. Hanson, passenger traffic manager of the Illinois Cen- 
tral, completed 40 years’ service with this road on October 
13. On that date a luncheon was given in his honor at the 
Chicago Athletic Club, at which a large number of the pas- 
senger Officers and passenger representatives of the road were 
present. Mr. Hanson was in the freight, claim and operating 


departments before he entered the passenger service in’ 1877" 


as assistant general passenger agent. 
Informal complaint has been made to the a atiataa 


of Ohio and the Department of Justice at Washington calling 
attention to the large fright bills owed by the Sunday Creek 


Coal Company to the Hocking Valley Railway. It is charged 
that allowing one shipper unlimited credit and to run freight 


bills into millions, while requiring other shippers to pay cash, 


is an unjust discrimination. It is understood that the inde- 
pendent coal operators of Ohio are back of the complaint. 


According to a-press despatch from San Francisco there 
is regret in that city because the American transcontinental 
railways do not get the profit on the 100 carloads of .cheese 
which come to that city from the East yearly; but it appears 
that the Canadian: Pacific, which brings the cheese, receives 
on it only $1.09 per 100 lbs. through from Antwerp, Belgium; 
to Vancouver. .The rate from Vancouver to San Francisco by 
steamer is 25 cents. It is said that the tariffs of the American 
transcontinental lines name a rate of $2 per 100 lbs. from New 
York and $3 from Antwerp. 


The Illinois railway commission will hold a hearing in Chi- 
cago, October 4, to determine the reasonableness of the rates 
charged by the express companies doing business in the state. 
On July 6 the commission passed resolutions stating that it 
had received many complaints of exorbitant express rates, 
calling attention to the fact that the attorney-general had held 
that it could fix maximum reasonable express rates and requir- 
ing the companies to file with it their schedules of rates. Sev- 
eral companies have filed their schedules but all deny the 
jurisdiction of the commission. 


The traffic department of the Northern Pacific has an- 
nounced that on Oct. 31 its transcontinental service will be 
increased to five daily electric-lighted trains in each direc- 
tion, to and from north Pacific coast points.. After that date 
the North Coast Limited will be an all-sleeping-car train, first 
class in both directions. A new train will run through solid 
between Chicago and Seattle-Portland. Another new train 
will be run between St. Paul-Minneapolis and Tacoma-Seattle. 
This train will have a through sleeping car daily between 
Duluth and Seattle. The through train between St. Louis, 
Kansas City and Puget. Sound will continue to be run as an 
electric-lighted fast train. The running time between Chicago 
and the coast will be placed on a 72-hour schedule each way. 


Receipts of grain at New York’ for the month of September 
are reported as follows (bushels) :” 








1909. 1908. 

New Work Central: «¢:0.3:660 6:3 039 1,399,467 . 1,330,748 
WUE AS ONG ic 564.7 sinew gee 88 ‘.» 1,272,800 1,600,617 
EMSS arate ava ore Gata ravi hae ei re ve 1,385,308 1,727,226 
Pennsylvania ...0esaices Peer ere tee 768,067 873,142 
Del, Lack. & Westerd:. «<6 0cssee 611,772 566,245 
Lehigh Valley so:..<.5.<% Kart eia os 1,899,795 ~ 2,409,659 
Baltimore BG ODO ....00 0600 v8 00 60 153,397 169,282 
er ioe Sreerire 83,401 438,080 

MMA TON one eran wa alee bre 7,574,007 8,719,999 
MEME DEES asa c 6 ie we Gwe Kee 1,138,225 506,894 

Total rail and water........... 8,712,232 9,226,843 


Receipts at the four north Atlantic ports were 17,421,651 bu., 
of which 5,624,151 bu. were for export. The distribution was 


$s follows: 
Receipts. Exports. 
PE PIO Sains wieeieuiew.<i a cee 8,712,232 2,577,466 
NITE oss oa eG sue aoe RIO 8,528,168 1,578,192 
RIS score Ps ee ig Se Reise walla eae 3,151,477 847,359 
UMM ons 6 chained aso eB, WS EERE 2,029,744 621,133 
PMR cis (esaigca denen © a vasele ne Séasecets 17,421,651 5,624,151 
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Hearings in Seattle and Portland Rate Cases. 





The Interstate Commerce Commission took testimony last 
week at Seattle and Portland in the proceedings which the 
business men at. these points and Tacoma have brought to 
secure reductions in the freight rates from the Pacific coast 
inland. 

James §S. Goldsmith, first vice-president of Schwabacher 
Brothers & Company, of Seattle, said in his testimony at 
Seattle that under a fair readjustment of rates the jobbers of 
Seattle should -be able to distribute goods as far east as the 
jobbers of cities in the middle states come west. From time 
to time during the last ten years the territory of the Seattle 
jobbers, he said, has been narrowed by reductions in west- 
bound rates. It would require a reduction of 25 per cent. to 
points which are reached by the middle western shippers and 
a much larger percentage of reduction to points farther west 
to enable the Seattle jobbers to. hold the business to which 
they think they are entitled. He’said that about 65 or 70 
per cent: of the goods his concern sells are manufactured or 
produced on the coast. The principal articles in his firm’s 
line originating-on the coast are canned goods, beans, con-: 
densed’ milk, cereals and sugar. Ten years ago about 30 per 
cent. of the products which his concern jobbed originated on 
the coast. 

Chairman Knapp asked whether, if the rates were reduced, 
Schwabacher Brothers & Company would expect to get into 
Spokane territory. Mr. Goldsmith replied that it would, and 
still farther east. Commissioner Clark asked where the jobber 
situated between Seattle and St. Paul would get in. The wit- 
ness replied that this was answered by the fact that there 
are already a good many jobbers at Spokane and that the car- 
load buyer always has an advantage over the man who ships 
in less than carload lots. ' 

J. N..Teal, counsel for the coast shippers, ‘read into the 
records the findings of fact made by the Washington Railway 
Commission in its valuation of railways. 'Fhe Washington 
commission valued the entire property of the Northern Pacific - 
in the state at $111,344,950 and allotted $65,000,000 of this to 
interstate business and $45,000,000 to state business. Accord- 
ing to the figures presented by Mr. Teal the state earnings of 
the Northern Pacific in 1905 were 11.7 per cent. of the total; 
in 1906, 13.17 per cent.; in 1907, 13.06 per cent., and in 1908, 
18.5 per cent. 

W. A. Mears, manager of the traffic bureau of the Seattle 
Chamber of Commerce, submitted tables comparing the coast 
distributive rates with those out of St. Paul and Minneapolis 
on the northern lines, out of Winnipeg on the Canadian Pacific, 
out of Omaha on the Burlington and out of Kansas City on 
the Rock Island and the St. Louis & San Francisco. The 
tendency’ of rate-making during the last 10 years, he said, 
has been’ to reduce the westbound rates from’ the Missouri 
river while the coast distributive rates have stayed unchanged, 
This has:restricted the territory of the coast cities until their 
manufacturers are unable to get out of Washington with their 
goods and most of:them cannot get much east of the moun- 
tains. Commissioner Prouty asked in what territory it is 
claimed that the shippers on the Missouri’river have an ad- 
vantage over those at the coast. Mr. Mears:said that they 
have an advantage 500 miles east of the coast, that the gen- 
eral average of eastbound rates to a score of places on second, - 
third and fourth class merchandise is 113 per cent. higher in 
Washington than the’ rates westbound from: St: Paul and that 
the general average of rates on the same classes eastbound - 
to points at the middle of the Northern Pacific is 92 per cent. 
higher than the westbound rates from St. Paul to the same 
points. 

J. L. Carman, a manufacturer of mattresses, spring beds 
and iron beds at Tacoma, testified that the rates on manufac- 
tured products to the west had steadily decreased, while the 
rates on raw materials that were necessary for the coast manu- 
facturers had increased. The testimony of numerous jobbers: 
was introduced to show that the rates from the coast inland 
are excessive compared with the rates from the Missouri river. 
S. A. Nourse, manager of a wholesale grocery company at 
Tacoma and chairman of the Tacoma Traffic Association, said 
that his concern does a fair trade as far east as Walla Walla, 
Wash., but that the westbound rates make it possible for job- 
bers on the Missouri river to keep him out of Idaho and Mon- 
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tana. He says he has given up trying to get into the Spokane 
field. George Boole, a hardware jobber, said that not more 
than 5 per cent. of his total business is done east of the 
Cascade mountains. E. F. Baxter, manager of the Pacific 
Coast Syrup Company, said that the Corn Products Company 
is able to drive him out of the market in Montana, Idaho and 
eastern Washington because it ships on low westbound rates. 
F. G. Frink, of the Washington Iron Works, testified that the 
American Bridge Company is able to ship fabricated steel to 
western points on practically the same rates as those on raw 
material, and that as his concern has to get 75 per cent. of its 
raw material from the east it is hard to meet the competition. 

J. G. Woodworth, traffic manager of the Northern Pacific, 
and W. P. Kenney, assistant traffic manager of the Great North- 
ern, testified for the railways. Mr. Woodworth’s testimony 
tended to refute the evidence of the complainants that no sub- 
stantial reduction in eastbound rates has been made during 
the past 10 years. He produced tariffs which showed that the 
rates of the Northern Pacific have been reduced an average 
of 13.5 per cent. in 10 years. The reductions have been as 
follows: In Washington, 10.2 per cent.; in Idaho, 12.2 per 
cent.; in Montana, 18.1 per cent. The Spokane distributive 
rates, he said, were. first made by the Northern Pacific to 
enable Spokane jobbers to compete with the jobbers at Port- 
land. The rates may appear to be a discrimination in favor 
of Spokane, but every time the question of their reasonable- 
ness has been raised the conclusion has been reached that 
they are not unjust. When they came before the Washing- 
ton Commission the Northern Pacific contended that if they 
were to be taken ag a measure of its other rates they would 
have to be canceled. The Northern Pacific now proposes to 
reduce the class rates from the coast to Spokane 16%4 per 
cent. It proposes to make the same percentage of reduction 
from the east to Spokane. As the proposed westbound rate 
to Spokane would be determined by taking 75 per cent. of the 
coast terminal rate and adding the local rate from the coast 
back to that city, the readjustment proposed would result in 
giving Spokane a rate proportionately considerably lower. 
The proposed reduction will result in a loss of revenue to the 
railway of approximately $388,000. As a result of the reduc- 
tion in the class rates from the east ordered by the commis- 
sion, there will be a shrinkage of revenues of $140,000. The 
shrinkage in the earnings on eastbound traffic will be about 
$248,000, making a total of $388,000 a year. These figures 
are based on the estimated traffic for 12 months. There might 
also be expected a shrinkage in the earnings of the Northern 
Pacific as a result of the competition of the Chicago, Mil- 
maukee & Puget Sound, the extension of the Union Pacific to 
Puget Sound, and the extension of the Great Northern over 
the Northern Pacific lines to Portland. The North Coast line 
is under construction and its completion will further reduce 
the Northern Pacific’s earnings. The order of the Washing- 
ton state railway commission reducing grain rates will re- 
sult in a reduction of $300,000 a year. There are also two 
important sources of revenue that are lost. Those are the 
earnings frcm handling material for the construction of the 
Milwaukee and the North Bank roads. For the last three 
years the Northern Pacific’s earnings from the Milwaukee busi- 
ness have been as follows: In 1907, $132,612; 1908, $783,346; 
1909, $795,765, making a total of $1,711,723. During the same 
period it received from the North Bank road a total of 
$1,576,532. 

Mr. Woodworth said that in view of the loss of earnings 
which his company must sustain he believed that the reduc- 
tion of 1624 per cent. was liberal. 

A number of manufacturers and shippers at Portland gave 
testimony to show that the distributive rates from Portland 
to the East are much less favorable to that city than similar 
rates made at other cities. Manufacturers of various articles 
tried to show that the railways are making low rates from the 
East to the coast on finished articles made by middle western 
manufacturers, while they are making high rates to the coast 
on raw materials, and that at the same time they are making 
high rates from the coast back on finished products, the result 
of this scheme of rate-making being, according to the wit- 
nesses, that they are prevented from meeting the competition 
of middle western manufacturers except in a very circum- 
scribed territory lying directly along the coast. 

J. C. Luckell, president of the Luckell, King & Cake Soap 


RAILROAD AGE GAZETTE. 


VoL. XLVII., No. 17. 


Company, said that his concern has to pay 90 cents per 10) 
lbs. on cottonseed oil from Kansas City and other points in the 
Middle West, while soap made from this oil can be shipped 
from the Middle West to the coast at 80 cents per 100 lbs. Ha 
intimated that some influence is at work which gives the 
packing concerns in the Middle West control of the soap busi- 
ness throughout the West except immediately adjacent to the 
Pacific coast. 

J. N. Teal, counsel for the Portland shippers, introduced a 
table giving distributive rates per ton per mile out of Port- 
land and also out of a number of middle western cities. Ac- 
cording to this table some of these rates average as follows: 
Oregon Railroad & Navigation Company, between Portland 
and Biggs, 108 miles, 6.14 mills per ton per mile; other roads 
for similar distances, Union Pacific westward from Omaha, 
6.15 mills; Great Northern out of Minneapolis, 4.25 mills; 
Canadian Pacific out of Winnipeg, 6.13 mills; Northern Pacific 
out of St. Paul, 4.33 mills; Oregon Railroad & Navigation 
Company, Portland to Umatilla, 187 miles, 7.18 mills per ton 
per mile; roads out of Omaha, a like distance, Union Pacific, 
5.11 mills; Chicago & North Western, 4.99 mills. 

W. W. Cotton, general attorney of the Oregon Railroad & 
Navigation Company, with a view to showing that the profits 
of this road, which are complained of as excessive, are not so 
large as those of many of the complaining jobbers, asked L. A. 
Lewis, of the jobbing house of Allen & Lewis, Portland, what 
was the average profit of business concerns in the Portland 
district, and he replied that so far as his knowledge went he 
thought the average is about 20 per cent. Mr. Cotton an- 
nounced that he would attempt to show that the profits of 
the Oregon Railroad & Navigation Company per year have 
not been more than 7 per cent. Herman Wittenberg, president 


of the Pacific Coast Biscuit Company, and chairman of the 
Transportation Committee of the Portland Chamber of Com- 
merce, said that his company is satisfied with the rates which 
are given it, but that he wished to enter an emphatic protest 
against the rates given the National Biscuit Company on its 
shipments to the Pacific coast and the Middle West, which, he 


said, are about one-half of the rates given the Pacific coast 
manufacturers on shipments eastward. J. R. Bowles stated 
that the railways are making to the Pacific coast the same rate 
on raw materials entering into the manufacture of -steel as 
they are making on the finished products, despite the differ- 
ence in value and space occupied. Complaint was made, he 
said, to the traffic managers of the railways, and they said that 
if the United States Steel Corporation would consent to a 
change in the rates it would be made. Pacific coast men, the 
witness continued, applied to the steel corporation for ap- 
proval of the proposed change, but it was not approved and 
has never been made. 

W. W. Cotton testified for the Oregon Railroad & Navigation 
Company regarding the capitalization and earnings of this 
road. He stated that in 1908 the company had paid a divi- 
dend of 79 per cent., and again in 1909 had paid a dividend of 
12% per cent., but he pointed out that these dividends were 
simply the disposition of a surplus which had accumulated 
during a long period of years, during which no dividends at 
all had been paid. He referred to the fact that the Oregon 
Short Line long ago bought $14,000,000 of Oregon Railroad & 
Navigation Company stock. He had made a careful computa- 
tion of the average annual returns which the Oregon Short 
Line had got on this stock, and it amounted to just 6 per cent. 
He considered this one of the poorest investments that had 
ever been made in the Northwest. 





Exports of Grain from Canada. 


The following statement from a consular report shows the 
quantities of wheat, oats and barley exported from Canada 
during the harvest years of 1900, 1905 and 1908: 


—————— Bushels—-—-——-— 
1900. 1905. 1908. 
9,359,640 41,905,937 45,879,098 
8,106,680 3,869,302 4,829,025 
Barley 2,412,972 982,738 2,702,154 


Exports of last year’s harvest included also 10,000,000 
bushels of wheat in the shape of flour, making the total for 
the year about 56,000,000 bushels, or about 18,000,000 bushels 
less than the total quantity of wheat inspected for sale in the 
three prairie provinces. 
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Revenues and Expenses of Railways. 


The following table gives a summary of the monthly re- 
ports of revenues and expenses of railways as filed with the 
Interstate Commerce Commission: 


fon 1908 » rc 


Per Per 

Ttem. Mile Ratio Mile Ratio 
Rail operations: Amount. of line.p. ct. Amount. of line.p. ct. 

Freight revenue ..$121,510,644 $528 66 $141,032,756 $602 67 
Passenger revenue. 45,990,328 20 50,878,549 217 24 
Other transp. rev.. 14,450,843 8 16,297,755 8 
Nontransp. rev.... 2,016,590 2,134,486 1 
Unclassified rev. .. 15,424 13,680 ee 


$210,357,226 
$29,722,768 
28,586,182 
67,359,343 
5'840,248 
13,561 
$136,167,923 
$74,189,303 $317 


$5,086,055 $22 
4,602,346 20 


$483,709 $2 


"$74,673,012 $319 
7,737,825 33 





1909 a) 


Total oper. revs.$183,983,829 


Maint. way & struc. $29,060,682 
Maint. of equipm’t. 21,404,317 
Transp. expenses... 64,493,792 
General expenses.. 5,253,424 
Unclassified exp.... 50,847 


Total oper. exp. .$124,290,071 


Net oper. rev... $59,693,757 
Outside operations : 

Total revenues ... $3,249,559 

Total expenses .... 2,687,964 


$561,605 


Total net rev... $60,255,363 $2 
Taxes (7: an’l amt.). 7,604,535 


Operating income.. $52,650,828 $229 $66,935,187 $286 .. 

Notre.—These returns are compiled from 893 reports, covering mile- 
age specu’ June 30, 1909, of 234,050.99, compared with 851 reports, 
covering mileage operated June 30, 1908, of 230,113.07. Analysis of 
these mileage returns shows that: 641 roads, covering 74,691.37 miles, 
operated the same mileage in June, 1909, as in June, 1908; 148 roads, 
operating 101,574.45 miles in June, 1908, increased their aggregate 
mileage to 104,698.68 miles in June, 1909; while 57 roads, operating 
51,756.01 miles in June, 1908, operated only 50,785.86 miles in June, 
1909. The June, 1909, statement further includes 43 roads, operating 
1,515.58 miles, that did not report for June, 1908, and 4 roads, operat- 
ing 2,359.50 miles in June, 1909, which replace, through various cor- 

rate changes, during the intervening period, 5 roads, operating 
,091.24 miles in June, 1908. 


Net revenue .... 





The T. P. A. 


Show me the railway which has an efficient force of travel- 
ing passengers and I will show you a railway which has no 


need of president or vice-president. The reputation of the 
traveling passenger agent is the reputation of the railway, 
and the railway with a powerful force of traveling passenger 
agents is a great railway.—Warren J. Lynch, N. Y. C. 





Hearing in Spokane Rate Case. 


That the Interstate Commerce Commission does not intend 
to decide the various cases that have been brought by western 
intermountain points for reductions in rates with a view 
merely to the interests of the complaining jobbers was plainly 
stated by Commissioner Prouty in the course of the hearing 
at Spokane. Counsel for the complainants and railways were 
wrangling over the effect that the new rates would have on 
Spokane jobbing business, when Mr. Prouty interrupted them 
to say: 

“Don’t spend too much time on this subject, gentlemen, as 
I do not think the commission will give much weight to the 
effect this decision will have on altering jobbing territory. It 
does not matter a great dea) to the people of Spokane whether 
they purchase their goods through Spokane jobbers or through 
jobbers from other points, but it does concern them much 
whether they are compelled to pay more for those commodi- 
ties on account of the rates charged. It appears plain that 
Spokane does have to pay more for things purchased here 
on account of the freight rates charged by the railways. It 
may be possible that this is justified by the peculiar condi- 
tions. This is the point at issue. I have seen catalogues of 
a furniture concern which has houses in St. Paul, Seattle and 
Spokane. In the catalogue prices for St. Paul and Seattle he 
pointed out that the price on a certain article was $20, with 
the notation, ‘Add $1.20 for Spokane.’ This is said to be on 
account of the freight rates.” 

Mr. Prouty also indicated to the representatives of Spokane 
that they could not expect the commission to fix rates as low 
as those which were made by the railways themselves five 
years ago as a result of a boycott of all lines except the 
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Oregon Railroad & Navigation Company. The commissioner 
said: “The railways fixed those rates because you men vir- 
tually compelled them to do so. You were sending all of 
your traffic over the O. R. & N., and in that way were able 
to hold them up and make them do it. The commission can- 
not approach the question in that manner, but must establish 
such rates as will be fair and equitable as between the car- 
riers and the consumers and producers of the commodities 
carried.” 


H. M. Stephens, counsel for the Spokane interests, con- 
tended that it was to the interest of the consumers in the 
territory surrounding Spokane that rates should be fixed to 
Spokane which would enable the jobbers at that point to 
effectively meet the competition of the jobbers at the coast, 
as otherwise the effect would be to put the jobbers at Spokane 
out of business and to cause freight from the East to be 
hauled to the Pacific coast and then jobbed back from there. 


J. G. Woodworth, traffic manager of the Northern Pacific, 
presented in evidence tables compiled by the auditing depart- 
ment of this road to show the loss of revenue it would suffer 
from the establishment of the rates which the roads pro- 
posed to adopt, in compliance with the commission’s original 
decision in the Spokane case. These tables show an esti- 
mated loss on business from the East to Spokane of $172,000 
a year; from the East to Spokane common points of $114,000, 
and from the Pacific coast to Spokane points of $110,000 a 
year. He referred to reductions in grain rates recently or- 
dered by the Washington railway commission and acceded to 
by the railway which would amount to $300,000 a year. 


Mr. Woodworth referred to the increasing competition to 
which the northern lines are being subjected owing to the 
construction of the Chicago, Milwaukee & Puget Sound and 
to the fact that the Oregon Railroad & Navigation Company 
will soon get into Seattle. He said that at present the Cana- 
dian Pacific handles approximately 5 per cent. of the freight 
traffic to Seattle and the Union Pacific through Spokane 5 
per cent., and that the Great Northern and the Northern 
Pacific divide the rest. He estimated that in future the 
Oregon Railroad & Navigation Company and the Chicago, 
Milwaukee & Puget Sound will get 15 per cent. of the busi- 
ness and that the earnings of the older roads will be cor- 
respondingly reduced. Commissioner Prouty interrupted him 
to remark that Seattle enthusiasts predict that the business 
of that city will increase 100 per cent. within five years. Mr. 
Woodworth introduced a tabulation to show that in the 
Spokane jobbing territory the new rates proposed by the 
northern lines will increase the advantage of Spokane job 
bers at points at the limits of that territory over their com- 
petitors from 4.69 cents per 100 Ibs. to 29.9 cents per 100 Ibs. 
on commodities originating at Chicago or west, and will de- 
crease their advantage at the same points from 1.88 cents 
per 100 Ibs. to 1.105 cents per 100 Ibs. on commodities origi- 
nating at New York or Boston. He said that statistics of 
his road’s shipments to Spokane show that only 11 per cent. 
of them come from east of Chicago. It was shown that the 
average ton-mile revenue on all traffic on the Northern Pacific 
had decreased from 10.65 mills in 1898 to 8.95 mills in 1908. 
W. M. Cousins, of the Oregon Railroad & Navigation Com- 
pany, offered 27 tabulations of commodity rates for long hauls 
to show that the rates to Spokane are lower on the ton-mile 
basis than rates in other territory. 

Five members of the commission heard arguments in the 
case on October 4. These were Commissioners Prouty, Clem- 
ents, Lane, Cockrell and Clark. Arguments were made by 
representatives of railway and shippers in all sections of the 
country, among those who spoke being H. C. Barlow, Chicago 
Association of Commerce; Nathan Bijur, representing the 
Merchants’ Association of New York and shippers’ organiza 
tions at Springfield, Northampton, Marlboro, Haverhill and 
Worcester, Mass., at Westerly, R. I., and at Bellows Falls, 
Vt.; Seth Mann, San Francisco Shippers’ Assoc‘stion; Charles 
Donnelly, Northern Pacific; C. F. Dillard, commerce counsel 
of the Harriman Lines; W. W. Cotton, general attorney of 
the Oregon Railroad & Navigation Company; Hale Holden, 
Great Northern, and H. M. Stephens, of Spokane. Mr. Barlow 
said that Chicago could not ask as low rates as St. Pau! but 
it has a right to expect that it will be given lower rates than 
points east of Chicago. He, therefore, defended the schemé 
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of the carriers as logical. Mr. Bijur said that the carriers 
by their experience in the past had found that blanket rates 
disregarding distance are justified by conditions and to the 
best interest of themselves and the western communities, and 
contended that if water competition is a controlling factor 
rates from the East to the Pacific coast and to inland points 
should be as low as from Chicago. The policy of all parties 
should be to give and take, but it appeared to him the policy 
of Chicago is to take and take. Counsel for the railways de- 
fended the rates suggested by the roads to the commission 
last May. 





STATE COMMISSIONS. 





The Kansas Railway Ccmmission has notified the Pullman 
Company that unless it makes a maximum berth rate of $1.50 
and a maximum seat rate of one-half a cent a mile in Kansas 
by November 15, proceedings will be begun to compel the 
adoption of these rates. The rates demanded are those which 
have been established in Oklahoma. 


The Georgia state railway commission has decided that, 
beginning November 1, the Georgia Railroad Company may 
raise its passenger fares from 214 cents a mile to 2% cents. 
The railway company asked this on the ground (1) that the 
Atlantic Coast Line and other roads in the same territory 
charged the higher rate, and (2) that the lower rate is not 
compensatory. Commissioner Candler, writing the opinion, 
says that the first point is untenable; but, on the second, to 
which he has given months of patient investigation, he is 
forced to agree with the road. The net earnings for the past 
four years (years ending August 31) have been, in thousands 
of dollars, 763, 435, 456, 569, the last figure being for the latest 
year. But the recovery of the past two years has been en- 
tirely in freight and in the reduction of expenses. The gross 
passenger revenues for the same four years have been 732, 
774, 749, 714. The operating expenses have not shown ex- 
travagance. Large sums have been spent for maintenance of 
road and equipment, but such expenditures are to be com- 
mended. The Georgia Railroad has not so large a proportion 
of interstate traffic (not within the jurisdiction of the com- 
mission) as the other principal roads of the state. 


The Arizona Railway Commission has asked all the rail- 
ways doing business in the territory to readjust their rates 
on live stock. It has suggested a distance tariff. The pro- 
posed standard rate on cattle is $16 per car for the transporta- 
tion of a 36-ft. car 20 miles. For distances of 20 to 100 miles 
the rate would advance $1 per car for each additional five 
miles traversed, and for distances from 100 to 400 miles the 
rate would advance $1 per car for each additional 10 miles 
traversed. The rate for hauling a 36-ft. car loaded with 
horses and mules 20 miles would be $20. This would be in- 
creased $1 for each additional four miles up to 100 miles, 
and from 100 to 400 miles the rate would advance $1 for 
each eight miles. The rates on hogs, sheep, goats and range 
cattle would grade upward in a similar way, although they 
would be lower. The commission says that the present prac- 
tice of publishing special live stock rates between certain 
-points is unsatisfactory because it leaves many points unpro- 
vided for, resulting in the frequent use of class rates, which 
are excessive for live stock movements. It also asserts that 
the average rates at present are high and inconsistent. The 
commission expresses the opinion that the rates suggested 
are low enough to develop new business and high enough to 
bring satisfactory returns to the carriers. It.makes no sug- 
gestion as to rates for distances under 20 miles. 





COURT NEWS. 





\t Columbus, Ohio, October 12, the state circuit court de- 
cided that the state railway commission has no power to estab- 
lish rules for the collection of demurrage on cars engaged in 
interstate traffic. This confirms the decision of a lower court, 
issued last spring. 


: Judge Henry C. Niles, of the federal court at Jackson, Miss., 
issued a temporary injunction on October 7, at the instance 
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of the Yazoo & Mississippi Valley, restraining the Mississippi 
Railway Commission from enforcing the reduced freight rates 


on uncompressed cotton which were to have gone into effect on 
October 8. 


A grand jury in the federal court at Cincinnati, Ohio, on 
October 7 returned an indictment against the Lake Shore & 
Michigan Southern for the alleged acceptance by this road of 
rebates. The allegation is that on a shipment of ties from 
Tennessee to Brian, Ohio, the Lake Shore got a rebate of 4.6 
cents per 100 lbs. from the Cincinnati Northern, which hauled 
the ties from Cincinnati to Brian. 


Judge Humphrey, of the federal court, issued a temporary 
injunction at Springfield, Ill., on October 13 restraining the 
attorney general of Illinois and other state officers from en- 
forcing the state 2-cent fare law against the Chicago, Peoria 
& St. Louis or the receivers, John P. Ramsey and H. M. Mer- 
riam. The receivers will restore the 3-cent rate where com- 
petition does not hinder. The injunction was issued on a 
petition filed by the receivers. 


The United States district attorney at Chicago has filed a 
petition in the United States circu’. court asking for an im- 
mediate hearing of the case begun py the Rock Island to re- 
strain the Interstate Commerce Commission from enforcing 
its order in the Des Moines rate case. The Rock Island asked 
the commission for a rehearing of the case, but its applica- 
tion was denied. The commission’s order for a reduction of 
rates from Chicago to Des Moines went into effect on October 
20. 


The supreme court of the state of Washington in a decision 
issued October % refused to order Robert E. Strahorn, presi- 
dent of the North Coast, to tell who are his backers in the 
building of this line. The road condemned property in 
Spokane. The former owners appealed to the supreme court 
to set the condemnaticn aside unless the company proved that, 
as required by law, the majority of its stock is not owned by 
aliens. The supreme court said that the point was not well 
taken; the burden of proof is on the plaintiff to prove that 
the road is owned by aliens. 


The United States circuit court has decided to review the 
case in which the Belt Railway of Chicago questions the appli- 
cation of the safety appliance law to a road operating entirely 
within a single state. The Belt Railway was prosecuted for 
alleged failure to have its cars and engines provided with 
safety appliances as required by the federal law and was 
fined by the circuit court, which held that although the road 
is situated entirely in one state the switching which it did 
was a part of the handling of certain interstate traffic, and 
that while switching that traffic the Belt line was an inter- 
state carrier and as such subject to the law. 


The New York State Court of Appeals, on Tuesday of this 
week, decided the case of the Jamaica Bay Water Supply Co., 
against the state board of tax commissioners, interpreting the 
franchise tax law. In substance the decision holds that the 
state tax on a special franchise, as, for example, the property 
or the rights of a corporation in a street, may be rightfully 
equalized to correspond with the rate of assessment adopted 
by local assessors; and that on the question whether the courts 
may set aside an assessment, made by the state board, on the 
ground that it has been based on an incorrect calculation of 
the net earnings, no rule can be laid down. A court may, 
however, in the absence of proof, take judicial notice that 6 
per cent. is a fair return. It is said that special franchise 
taxes aggregating $41,000,000 have remained unpaid waiting 
for this decision. 


a 


Railway Liable for Conductor’s Act, 





The Indiana Supreme Court has affirmed a judgment for 
$600 against the Baltimore & Ohio as damages to a passenger 
who was choked by a conductor. In making change for cash 
fare the passenger said something that angered the conductor. 
The court held that “mere words, however abusive,” used by 
the passenger to the conductor, could not justify an assault 
and battery, and that the railway company was bound to pro- 
tect a passenger from injury by its employees, 
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Railroad Officers. 


ELECTIONS AND APPOINTMENTS. 








Executive, Financial and Legal Officers. 


W. R. Begg, general solicitor of the Great Northern at St. 
Paul, Minn., hag resigned to go into private practice. 


A. A. Allen, vice-president and general manager of the 
Missouri, Kansas & Texas at St. Louis, Mo., has been elected 
president, succeeding Adrian H. Joline, resigned. 


Charles M. Hays, second vice-president and general mana- 
ger of the Grand Trunk at Montreal, Que., has been elected 
president, succeeding Sir Charles Rivers Wilson, resigned, ef- 
fective Jan. 1, 1910. 


T. W. Leary has been elected president of the Southern 
Express, succeeding the late M. J. O’Brien. The offices of 
first and second vice-presidents have been abolished, and C. 
L. Loop has been elected vice-president. 


F. L. Fox, auditor of the Toledo, Peoria & Western at 
Peoria, Ill., has been elected secretary and treasurer, with 
office at Peoria, succeeding E. D. Usner, deceased. R. S. Hay 
has been elected auditor, succeeding Mr. Fox. 


The general offices of the Licking River have been trans- 
ferred from Chicago to Cincinnati, Ohio. J. H. Fulmer, ZJr., 
has been elected vice-president, succeeding R. H. Lanyon; H.G. 
Niles, Jr., has been elected secretary, succeeding M. M. Snow, 
and J. A. Roper has been elected treasurer, succeeding C. M. 
Mobr. 


M. B. Cutter, who recently resigned as general manager of 
the Minneapolis & St. Louis and the Iowa Central, has been 
elected president and general manager of the Tonopah & Gold- 
field. Mr. Cutter was 
born October 10, 1860, 
and began railway 
work in 1876 as mes- 
senger with the Chi- 
cago & North Western; 
from 1878 to 1881 he 
was a conductor on 
that road. In 1881 he 
went to the Northern 
Pacific as conductor, 
and in 1884 was made 
a clerk, remaining with 
that company until 
1887, when he went to 
the Chesapeake & Ohio 
as chief clerk, and the 
following year was ap- 
pointed division super- 
intendent on the same 
road. From 1889 to 
1891 he was division 
superintendent of the 
Wisconsin Central, and 
in 1891 he became gen- 
eral superintendent of the Chesapeake, Ohio & Southwestern, 
now part of the Illinois Central, and of the Louisville, New 
Orleans & Texas, now part of the Yazoo & Mississippi Valley. 
In 1893 he wag appointed division superintendent of the Balti- 
more & Ohio, which position he held until 1897, when he be- 
came superintendent of transportation of the Lehigh Valley. 
In February, 1903, he was made general superintendent, and 
in December, 1904, general manager of the same road, leaving 
that position in 1908 to become general manager of the Min- 
neapolis & St. Louis and the Iowa Central. 


W. G. Lerch, whose appointment as assistant to the presi- 
dent of the Chicago Great Western has been announcel in 
these columns, was born at Erie, Pa., June 16, 1871. He be- 
gan railway work in June, 1898, as stenographer in the office 
of the general manager of the Duluth, Missabe & Northern. 
He was later promoted to chief clerk in the same office, and 
in January, 1897, was made a clerk in the operating depart- 
ment of the Chicago, St. Paul, Minneapolis & Omaha at 





M. B. Cutter. 
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St. Paul, Minn. He then became a clerk in the office of the 
vice-president of the Missouri, Kansas & Texas at St. Louis, 
Mo. He was made chief clerk in charge of purchases of the 
Colorado Midland at Denver in April, 1897. In September, 
1900, he was made secretary to the president of the Chicago 
& Alton at Chicago, and became chief clerk to the president 
in January, 1902. From January, 1908, to February, 1909, 
he was assistant to the president of the Mexican Central. He 
then aid special railway work, and in July, 1909, became as- 
sistant to the chairman of tiie board of the Tennessee Central 
at Nashville, Tenn. He was appointed to his present position 
on Oct. 2. 


John F. Coykendall, whose election as secretary and treas- 
urer of the Chicago 
Great Western, with of- 
fice at Chicago, has 
been announced in 
these columns, was 
born October 25, 1859, 
at Canton, Ill. He re- 
ceived a common school 
education and _ began 
railway work January 
1, 1881, with the Wab- 
ash at Peoria, Ill. He 
entered the service of 
the Chicago, Burlington 
& Quincy in 1883 and 
went with the Union 
Pacific in 1887. From 
1892 to 1904 he was 
trafic manager of 
Fraser & Chalmers and 
of the Allis-Chalmers 
Company, and was 
made traffic manager 
for Chalmers & Will- 
iams in 1907. The last 
two years he has been secretary to the receiver for A. Booth & 
Company, Chicago. 





J. F. Coykendall. 


Operating Officers. 


W. N. King has been appointed a trainmaster of the Mis- 
souri, Kansas & Texas, with office at Greenville, Tex. 


W. W. Hubbard has been appointed general manager of the 
Licking River, with office at Cincinnati, Ohio, succeeding 
J. W. Morrison. 


James Connor has been appointed trainmaster of the Fort 
Worth division of the International & Great Northern, with 
office at Mart, Tex. 


J. I. Fox has been appointed assistant trainmaster of the 
Indian Territory division of the Rock Island Lines, with head- 
quarters at Haileyville, Okla. 


B. Lantry, yardmaster of the Chicago & Alton, at Spring- 
field, Ill., has been appointed an assistant trainmaster on the 
Bloomington-St. Louis division. 


S. H. Henderson, chief despatcher of the Chicago & Alton, at 
Bloomington, Ill., has been appointed a trainmaster of the 
Kansas City Southern, with office at Pittsburg, Kan. 


J. T. Grove, chief despatcher of the Fort Worth & Denver 
City, at Wichita Falls, Tex., has been appointed a trainmaster, 
with office at Childress, Tex., succeeding R. G. Fitzpatrick, 
promoted. 


C. C. Holtorf, roadmaster and trainmaster of the Chicago, 
Burlington & Quincy at Deadwood, S. Dak., has been appointed 
an assistant superintendent, with office at Deadwood, and will 
have jurisdiction over the line from Edgemont to Deadwood 
and all branches connecting with that line. 


C. W. Stoneburner, recently appointed trainmaster of the 
Iowa & St. Louis and the Novinger coal district, with office at 
Novinger, Mo., was formerly chief clerk of the transportation 
department of the Quincy, Omaha & Kansas City, and not 
superintendent of that company and the Iowa & St. Louis, 48 
previously stated in these columns. 


F. H. Meyer, whose appointment ag superintendent of the 
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River, Chippewa Valley and Wabasha divisions of the Chi- 
cago, Milwaukee & St. Paul has been announced in these col- 
umns, was born at Adeline, Ill., September 5, 1875. He began 
railway work in 1891 as station helper and later was operator 
and agent with the Chicago, Milwaukee & St. Paul, becoming 
division operator at Chicago in November, 1900. In 1901 he 
was made assistant train despatcher and was promoted to 
chief train despatcher at Savannah, Ill., in 1905. He was 


appointed assistant superintendent of the Chicago terminals’ 


in 1907, and in May, 1908, was promoted to superintendent 
of the Prairie du Chien and Mineral Point divisions at Mil- 
waukee, Wis., from which position he was recently promoted 


Traffic Officers. 


E. U. Baker has been appointed division freight agent of 
the Erie, with office at Bradford, Pa., succeeding Charles Cole, 
deceased. 


F. A. Brennan has been appointed traffic manager of the 
Licking River, with office at Cincinnati, Ohio, succeeding T. 
C. Beyland. 


H. A. Richards has been appointed a commercial agent of 
the Grand Trunk, with office at Kansas City, Mo., succeeding 
Horace Seely, resigned. 


W. C. Thomas has been appointed a commercial agent of 
the Michigan Central, with office at Toledo, Ohio, succeeding 
W. S. Rogers, promoted. 


H. E. Matlock, traffic freight agent of the Chicago Great 
Western at Chicago, has been appointed a commercial agent, 
with office at Cincinnati, Ohio. 


J. G. Morrison has been appointed assistant general freight 
agent of the Chicago Great Western, with office at Chicago, 
succeeding F. H. Titus, deceased. 


W. H. Mitsch has been appointed district passenger agent 
of the Chicago Great Western at St. Paul, Minn., succeeding 
H. L. Wyand, resigned to go into other business. 


H. R. Griswold, division freight agent of the Vandalia Rail- 
road at St. Louis, Mo., has been appointed an assistant general 
freight agent, with office at St. Louis. C. B. Sudborough suc- 
ceeds Mr. Griswold. 


S. T. DeMilt, assistant general agent of the Mallory Steam- 
ship Company at Galveston, Tex., has been appointed general 
agent, with office at Galveston, succeeding J, B. Denison, trans- 
ferred to New York. 


F. R. MeMillin, traveling passenger agent of the Southern 
Railway at Atlanta, Ga., has been transferred to Richmond, 
Va.. J. D. Ruden, traveling passenger agent at Houston, Tex., 
succeeds Mr. McMillin. 


Ingersoll Goodwin, traveling passenger agent of the Pere 
Marquette at Chicago, has been appointed city passenger agent 
at Chicago, succeeding R. C. Schultz, resigned. E, A. Hopper- 
stead succeeds Mr. Goodwin. 


J. W. Hyams has been appointed a general agent of Mor- 
gan’s Louisiana & Texas Railroad & Steamship Company and 
of the Louisiana Western, with office at New Orleans, La., suc- 
ceeding J. M. Lee, Jr., deceased. 


G. E, Allen, passenger and ticket agent of the Mobile & Ohio 


at Jackson, Tenn., has been appointed a traveling passenger. 


agent, with office at Jackson, succeeding H. E, Jones, Jr., re- 
Signed to accept service elsewhere. 


F. J. Hoffman has been appointed assistant to #. O. Becker, 
chairman of the Western Railway Weighing Association, the 
Western Railway snspection Bureau, and the Western Classi- 
fication Committee, with office at Chicago. 


C. McKinsley has been appointed a traveling freight agent 
of the Atchison, Topeka & Santa Fe at Hutchinson, Kan., suc- 
ceeding E. E. Hogueland, resigned to become assistant to at- 
torney of the Kansas Railroad Commission. 


( harles Patton, traveling passenger agent of the Atlanta, 
Birmingham & Atlantic at Atlanta, Ga., has been appointed a 
tray vling freight agent, with office at Cincinnati, Ohio, succeed- 
Ing . D, T. Hollowell, resigned to accept service elsewhere. 
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T. W. Proctor, assistant general agent of the Chicago, Mil- 
waukee & St. Paul at Chicago, has been appointed general 
agent of the freight department, with office at Chicago, suc- 
ceeding G. B. French, resigned to accept service elsewhere. 


A. L. Craig, formerly general passenger agent of the Great 
Northern at St. Paul, Minn., has been appointed general pas- 
senger agent of the Chicago Great Western, with office at 
Chicago, succeeding J. P. Elmer, resigned to engage in other 
business. 


Joseph McIlroy, Pacific coast passenger agent of the Mis- 
souri, Kansas & Texas at San Francisco, Cal., has been ap- 
pointed a general agent, with office at San Francisco. J. T. 
Bate, commercia! agent at Los’ Angeles, Cal., has been ap- 
pointed a general agent, with office at Los Angeles. 


O. V. Wilson has been appointed a traveling freight agent 
of the Georgia Southern & Florida, with office at Orlando, 
Fla.; T. E. Harris has been appointed a traveling freight 
agent, with office at Cordele, Ga., and L. C. Shirah has been 
appointed a soliciting freight agent, with office at Macon, Ga. 


Hal S. Ray, assistant general passenger agent of the Rock 
Island Lines, with office at Chicago, has resigned to engage in 
the advertising business in New York. Fay Thompson, dis- 
trict passenger agent at Cleveland, Ohio, has been appointed 
district passenger agent at Atlanta, Ga., succeeding S. L. Par- 
rott, promoted. Howard Jolly, traveling passenger agent at 
Cincinnati, Ohio, succeeds Mr. Thompson. 


T. R. Ryan, whose appointment as traffic manager of the 
Mexico North Western at Chihuahua, Mex., has been an- 
nounced in these columns, was born on May 17, 1870, at Fair- 
field, Vt. He was educated in the common schools and later 
attended the high schools. On August 1, 1887, he began rail- 
way work as clerk in the local station of the Central Ver- 
mont at St. Albans, Vt., and was later chief clerk in the 
freight office at Bellows Falls, Vt. In March, 1890, he went 
to the Mexican International, now part of the National Rail- 
ways of Mexico, as chief claim clerk at Ciudad Porfirio Diaz, 
Mex., and from June 1, 1900, to July 1, 1908, was with the 
Mexican Central, which is now part of the National Rail- 
ways of Mexico, consecutively as clerk, chief rate clerk and 
chief clerk at Mexico City; commercial agent at St. . Louis, 
Mo.; general agent at Louisville, Ky.; southern agent at 
Cincinnati, Ohio; general agent at Chicago, and general 
freight agent at Mexico City. In July, 1908, he was appointed 
general western agent of the National Railways of Mexico at 
Chicago, and held this office until his present appointment. 


Engineering and Rolling Stock Officers. 


Francis B. Freeman, engineer of construction of the New 
York Central & Hudson River at New York, has been ap- 
pointed chief engineer of the Boston & Albany, with office at 
Boston, Mass., succeed- 
ing Everett E. Stone, 
resigned. Mr. Free- 
man was born at 
Dublin, Ireland, April 
2, 1867, and up to 1886 
attended the Rath- 
mines school. After 
leaving this school he 
worked for one year in 
locomotive shops, and 
then from 1887 to 1890 
he attended the Royal 
College of Science in 
Ireland. He began rail- 
way work in 1890 as 
leveler with a construc- 
tion crew for a branch 
of the Midland Great 
Western of Ireland. 
Later and until 1892 he 
was engaged in mak- 
ing surveys and as sub- 
agent for the contrac- 





F,. B. Freeman, 


tor on a line from 
Westport to Achil, Ireland, and on the Claremorris & 
Collooney Railway. In 1892 he came to this country and 





776 


went into the employ of Kingsley & Brewer, of New York, 
doing general survey and electrical railway work, remain- 
ing there until 1894, when he went to the bridge depart- 
ment of the Erie Railroad. Here he had charge of designing 
the masonry for bridge work. He left this position in 1900 
to go to the New York Central as chief draftsman. The fol- 
lowing year he wag appointed assistant engineer in charge 
of design for the same company, and in April, 1902, assistant 
engineer in charge of construction at Syracuse, N. Y. Leav- 
ing that company in October of the same year he became 
superintendent of construction of the Catawba Power Co. at 
Rockhill, S. C. In June, 1908, he returned to the New York 
Central in charge of joint facilities and agreements in the 
office of engineer of maintenance of way, remaining in that 
position until November, 1905, when he was appointed de- 
signing engineer. Two years later he was appointed engi- 
neer of construction, in charge of all new construction on the 
New York Central outside of the electric zone, which position 
he held at the time of his recent appointment. 


F. W. Mahl having resigned as mechanical engineer and 
general purchasing agent of the Colorado & Southern, the 
duties of that office will be performed by A. D. Parker, vice- 
president. 


The office of master mechanic of the Salt Lake & Ogden ai 
Salt Lake City, Utah, has been abolished, and D. F. Clark has 
been appointed roundhouse foreman in charge of the mechan- 
ical department. 


Daniel H. Deeter, division master mechanic of the Phila- 
delphia & Reading, at Reading, Pa., has been appointed to the 
new position of general master mechanic of the Philadelphia 
& Reading and subsidiary lines, with office at Reading, Pa. 
All division master mechanics, also the general locomotive in- 
spector and the general boiler inspector, will report to the 
general master mechanic. George H. Smeltzer, acting superin- 
tendent car department at Reading, has been appointed super- 
intendent of the Reading iccomotive and car shops. 


Purchasing Officers. 
Louis Lavoie has been appointed to the new position of 
general purchasing agent of the Intercolonial Railway. 
Special Officers. 


J. N. Stewart, in charge of advertising of the Northern 
Pacific, at St. Paul, Minn., has resigned to become connected 
with the Stack-Parker Advertising Agency of Chicago. 





OBITUARY. 


Max Bass, general immigration agent of the great Northern 
at Chicago, died in that city on Oct. 17. 


George D. Fowle, consulting signal engineer of the Penn- 
sylvania, died at his home in Philadelphia, Oct. 14, at the 
age of 49. 


E. Fisher, of Hamilton, Ont., who recently resigned as gen- 
eral superintendent of the Toronto, Hamilton & Buffalo on 
account of ill health, died on October 12 at the age of 56 
years. Mr. Fisher was born at Cincinnati, and was appointed 
superintendent and chief engineer of the Toronto, Hamilton 
& Buffalo in 1897. 


James Vincent Mahoney, formerly chairman of the Western 
Trunk Line Committee and of the Western Passenger Agree- 
ment, died on Oct. 13 at Chicago. Mr. Mahoney was born in 
1851 in Ireland. He received a common school education 
in Illinois and began railway work in 1869 as chief clerk in 
the general freight office of the Wabash at Springfield, Ill. 
He was then consecutively general freight agent of the Chi- 
cago, Rock Island & Peoria; general freight agent of the Chi- 
cago, Pekin & Southwestern, now a part of the Atchison, 
Topeka & Santa Fe; division freight agent of the Chicago, 
Milwaukee & St. Paul; traffic manager of the Sioux City & 
Northern, now a part of the Great Northern, and superin- 
tendent of the passenger department of the Pan-American Ex- 
position at Buffalo, N. Y. In July, 1901, he was made chair- 
man of the Western Trunk Line Committee and of the Western 
Passenger Agreement. He held the former position until 1908. 
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Railroad Construction, 


New Incorporations, Surveys, Etc. 


ALBANY & SourHern (Etectrric).—According to press re- 
ports bids are being asked for work in connection with the 
double-tracking from the south end of the viaduct in Rensse- 
laer, N. Y., to North Chatham, about 13 miles. C. A. Alder- 
man will have charge of the work. (Sept. 17, p. 520.) 


ALBERTA CENTRAL.—An officer writes that plans are made to 
begin work next year on this line, projected from Red Deer, 
Alb., west to a point on the Grand Trunk Pacific at Yellow 
Head Pass, about 200 miles; from Red Deer east to Moosejaw, 
Sask., with a branch from the main line near Battle river 
north to Saskatoon or Warman. Surveys are now being made 
both east and west of Red Deer. The government has granted 
a subsidy of $3,200 a mile for 75 miles from Red Deer west. 
The work will be fairly difficult; maximum grades are to be 
*/,o per cent. and maximum curvature 3 deg. There will be 
three steel bridges over the Red Deer, the Medicine and Sas- 
katchewan rivers. J. T. Moore, president, and J. G. Mac- 
Gregor, chief engineer, both of Red Deer. H. W. Raphael is 
acting secretary, Montreal. (Oct. 1, p. 612.) 


ALEXANDRIA & WeESTERN.—An officer writes that it is ex- 
pected to start work about December 1 from Alexandria, La., 
west via Leesville to the Sabine river, at the Texas border. 
The line will have a grade of °/,, per cent. G. F. Cotter, presi- 
dent, and I. W. Sylvester, chief engineer, Fort Worth, Tex. 
(Oct. 1, p. 612.) 


ANGELINA & NarcHez River.—This line, which was built by 
the Angelina County Lumber Co., ig said to be in operation 
from Keltys, Tex., two miles west of Lufkin, east to a point 
on the Angelina river, 20 miles. Contract is said to have 
been let to build several miles on the Nacogdoches side of the 
Angelina river opposite the present terminus at Ratcliffe Bluffs. 
It is understood that an extension will be built north in the 
direction of Chinero, in Nacogdoches county. J. H. Kurth, 
president, Keltys. (March 16, p. 651.) 


ATLANTA, BirMINcHAM & ATLANTIC.—An officer is quoted as 
saying that the company will be operating trains over its own 


tracks about April 1 into Birmingham, Ala. This means that 
work will be started at once on the surveyed line between 
Bessemer and Birmingham. The present line extends only to 
Pelham, from which place the company has trackage rights 
over the Louisville & Nashville into Birmingham. Grading 
has been finished from Pelham to Bessemer and that section 
of the line will be finished within a short time. Work on the 
line wags suspended recently, pending a change in the Alabama 
laws in order that this company could secure the necessary 
right-of-way. (Aug. 20, p. 339, and Aug. 27, p. 376.) 


BANDON-PorT ORFORD RAILROAD NAVIGATION Co.—An officer 
writes that this company was organized in July, with head- 
quarters at Bandon, Ore. Work has been started clearing the 
right-of-way from Bandon south to Port Orford, 26.5 miles. 
The line is to have a grade of .40 of one per cent., with a 
maximum curvature of 2 deg. There is to be 4,000 ft. of 
timber trestlework. Contracts for grading and track-laying 
will be advertised for this fall and let early next spring. The 
work will be easy; the route follows the coast all the way to 
Port Orford, where there is a good harbor. There is also a 
good harbor at the northern terminus at Bandon. S. D. Hen- 
derson, general manager, Bandon; Elmer Hughes, of Portland, 
is the engineer in charge. (Sept. 24, p. 562.) 


BepForD, Futron & FRANKLIN (ELectric).—Incorporated in 
Pennsylvania, with $300,000 capital, to build from Bedford, 
Pa., east to Chambersburg, 50 miles. M. J. Murphy, president, 
Pittsburgh, Pa. 


CANADIAN NorTHERN.—Plans are said to have been filed for 
the first 54 miles of a line to be built north of Kamloops, 
B. C. A grade of 1 per cent. is said to have been found by the 
engineers between Kamloops and Yellow Head Pass. 


CANADIAN Paciric.—The bid of Chancel, McDonald & Tim- 
othy, of Calgary, Alb., is said to have been accepted for build- 
ing the remaining section of the Esquimault & Nanaimo to 
Alberni, on Vancouver island, B. C. 
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CAZENOVIA & Sauk Ciry.—Building from Lavalle, Wis., south- 
west to Cazenovia, six miles, which it is expected will be fin- 
ished about the middle of December. The line is to be fur- 
ther extended from Cazenovia to Richland Center by April, 
1910. The Chicago Censtruction Co., of Chicago, is building 
the line. (March 19, p. 652.) 


CiicAGo, MILWAUKEE & PuGEeT Sounp.—A contract is said to 
be let to the Sullivan Supply & Implement Co., of Seattie, 
Wash., for the construction of concrete walls at the Sorrento, 
Idaho, tunnel, at a point 12 miles east of Tekoa, Wash. The 
work is to be started at once and will take about one year to 
complete. 


CHICAGO, MILWAUKEE & Str. Paut.—According to press re- 
ports double-tracking work is to be carried out from Wabasha. 
Minn., to Richmond, to compicte the double-track line from 
La Crosse, Wis., to Minneapolis. Improvements are also to be 
made from Glencoe, Minn., west to Aberdeen, S. Dak., for 
heavy through traffic in connection with the Chicago, Mil- 
waukee & Puget Sound. 


COAHUILA, CHIHUAHUA & NortH WESTERN.—This is the name 
of the company which has just completed its organization in 
Mexico City to build from Monclova, on the International divi- 
sion of the National Railways of Mexico, northwest to a 
connection at Chihuahua with the Mexican Central, the Kan- 
sas City, Mexico & Orient and the Mexico North Western. It 
is said that the building of the line is assured. Surveys for 
the entire distance were made under the direction of the 
chief engineer of the National Railways of Mexico, and it is 
supposed the project is backed by the government. Joaquin 
D. Casasus, who is closely identified with the government 
system of railways; J. Pimentel, A. L. Negrete, H. Scherer, Jr., 
and E. Hartman, are interested. (See Mexican Roads, Sept. 
10, p. 470.) 


CoLuMBuUS & CINCINNATI AIR LINE TRAcTION.—Incorporated 
in Ohio, with $10,000 capital, and office at Columbus, Ohio. 
The plans call for a line from Columbus, Ohio, southwest via 
Franklin, Pickaway, Madison, Fayette, Clinton, Warren, Cler- 
mont and Hamilton counties to Cincinnati, about 115 miles. 
The incorporatorg include: R. W. Walton, E. Tompkins, F. 
E. Ruth, W. L. McVey and M. M. Recob, all of Columbus. 


Concorp & MontreAL.—An officer writes that plans are being 
made to rebuild the abandoned section of the Concord & Ports- 
mouth between Suncook, N. H., and Candia, providing ar- 
rangements can be made to lease this section to the Concord 
& Montreal. The new route would shorten the distance be- 
tween Portsmouth and Concord about eight miles. The of- 
fices of the company are at Concord. 


ENID, OCHILTREE & WESTERN.—An Officer writes that grading 
has been finished on about 35 miles and track-laying has just 
been started at Dailas, Tex. The projected route is from Dal- 
hart southeast via Dumas, Parksdale and Hansford. The 
line is to have a total length of 112 miles. G. M. Perry, 
president, Ochiltree; W. R. Allen, chief engineer, Dalhart. 
(Oct. 15, -p. 725.) 


Hrize.—An officer writes that the Bergen Hill cut, which is 
te be used instead of the present tunnel for passenger traffic 
from Jersey City under Bergen hill, will be opened for train 
service by February, 1910. Much work yet remains to be 
done. A day force of 700 men and a night force of 500 men 
are now at work. This is part of the Jersey City, N. J., ter- 
minal improvements. (March 19, p. 653.) 


ESQUIMAULT & NANAIMO.—See Canadian Pacific. 


HUNICE, LAFAYETTE & ABBEVILLE.—An Officer writes that this 
company has completed its organization and has finished sur- 
veys for a line to be 52 miles long, with seven miles of sidings. 
The projected route is from Eunice, La., southeast via Church 
Point to Lafayette, thence southwest to Abbeviile. It is ex- 
pected to begin construction work in January, 1910. James J. 
Lewis, president; J. N. Green, vice-president, Eunice. 


‘ort WortH & Rio GRANDE.—An Officer writes that contracts 
weve to be let October 20 for a branch from Brady, in McCu)- 
lec) county, Tex., southwest to Menardville, 37 miles. The 
Work will be easy, maximum grades will be three-quarters of 
1 per cent. and maximum curvature 3 deg. (Sept. 24, p. 563.) 
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GARDEN City, GuLF & NortHerN.—According to press reports 
track laying will be finished this month from Garden City, 
Kan., to Scott, about 40 miles, where connection is to be made 
with the Atchison, Topeka & Santa Fe and the Missouri 
Pacific. Work is said to be under way on shops and a round- 
house at Garden City. B. M. McCue, president, Garden City. 
(May 21, p. 1099.) 


ILEN Rose & WALNUT Sprines.—An incorporator writes that 
work was started October 7 on the line to be built from Wal- 
nut Springs, Tex., north to Glen Rose, about 15 miles. The 
line is eventually to be extended northeast to Fort Worth. 
The work is being done by the company’s men, and includes 
one bridge. T. C. Lees, president, Walnut Springs. T. M. 
Simpson, of Dallas, with headquarters at Glen Rose, is the 
engineer in charge. 


GRAND TRUNK Pactiric.—An officer is quoted as saying that 
this line will be finished from the head of Lake Superior 
west to the Rocky mountains by June 1, 1910, at which time 
both freight and passenger service will be put in operation. 

A contract is said to have been given to O’Brien, Fowler & 
McDougall, of Fort William, Ont., for building a 200-mile sec- 
tion of the National Trans-Continental near Nepigon, Ont. 
Sub-contracts are reported let to McEwen & Barry and to 
Harvey & Bonefield, both of Fort William, for work near Fort 
William. 

The annual report of the National Transcontinental, which is 
building the section from Winnipeg east to Moncton, N. B., 1,804 
miles, shows that $24,892,772 wag spent during the fiscal year 
ending March 31, 1909, and that the total expenditure up to 
that time was $51,950,717, at which time there was 725 miles 
graded and 345 miles of track laid, and ali the line under 
ecntract. On October 12 track-laying was finished on the sec- 
tion connecting Winnipeg with Fort Wiiliam, Ont., via the 
Lake Superior branch, but it is not expected that the line 
will be used for traffic until next spring, as the bridge over 
the Red river is not yet finished. 


GREENVILLE, GREENWooD & AuGusTA (ELecrric).—An officer 
writes that a charter has just been secured in South Carolina, 
with a capital of $1,200,000 and headquarters at Greenville. 
It is expected to have funds soon to build from Greenville, 
S. C., south to Greenwood, about 50 miles. It is undecided 
when the section from Greenwood south to Augusta, Ga., will 
be built. Henry Briggs, president and treasurer; H. L. Zim- 
merly, vice-president, and J. P. Charles, secretary, al! of Green- 
ville. 


Gur, CoLtorapo & Santa Fr.—An officer writes regarding the 
reports that surveys have been made south of San Angelo, 
Tex., via El Dorado to San Antonio, that the company has 
not made any surveys in that section. A proposition has been 
made to residents of San Angelo by the railway company to 
build a line from that place south to the south line of Tom 
Green county, within two years, provided the necessary right- 
of-way is furnished, also grounds for a station. Regarding 
the reported extension from Longview to ore fields in Cass 
county, the company has not made any surveys, the proposi- 
tion has not yet assumed definite shape. (See Atchison, 
Topeka & Santa Fe, Oct. 15, p. 725.) 


IpAHO & WASHINGTON NorTHERN.—According to press reports 
track has been laid to Tiger, Wash., 48 miles from Newport, 
on the extension being built north via Ione to Metaline. It 
is expected to begin train service to Ione, 52 miles north of 
Newport, about November 1. During the winter work will 
be started on a 10-mile extension to the mouth of Sullivan 
creek. The line will cross to the east side of the Pend d’Oreille 
river on a 280-ft. bridge, 90 ft. above high water. (Sept. 10, 
p. 478.) 


LOUISIANA & ARKANSAS.—According to press reports work is 
being pushed on the branch from Minden, La., west to Shreve- 
port, 30 miles, and it is expected to have the work finished by 
November 2. (March 26, p. 726.) 

LOUISVILLE, BLUE River & FreNcH Lick.—Incorporated in 
Indiana, to build from New Albany northwest via Galena, 
Greenville, Palmyra, Fredericksburg, Hardinsburg, Chambers- 
burg, Paoli and West Baden Springs to French Lick Springs, 
45 miles. The franchise granted by the Orange county com- 
missioners provides that the entire line must be in operation 
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by December, 1910. Surveys have been under way for the 
past three weeks. The incorporators include: J. H. Fawcett, 
C. D. Kelso and W. W. Gadient, all of New Albany. 


MicHIGAN & CHICAGO WestsouND (ELEcTRIC).—An officer 
writes that the projected route is from Kalamazoo, Mich., 
north via Plainwell, Otsego and other small towns, to Grand 
Rapids, about 52 miles. The line will have a grade of 1 per 
cent., with 6 deg. of curvature. Charles A. Goodale, presi- 
dent, Rookery building, Chicago. (Oct. 1, p. 613.) 


Missouri, OKLAHOMA & GuLr.—An officer writes that the 
company now has track laid on 165 miles and contracts are 
let to J. W. Hoffman & Co., of Tupelo, Okla., for grading, and 
to the Wisconsin Bridge & Iron Co. for eight steel bridges on 
the extension from Calvin south towards Sherman and Denni- 
son, Tex. 


Montana Roaps (Etectric).—A. D. Bowen, of Kansas City, 
Mo., is negotiating with capitalists of Billings, Mont., to build 
an electric line from that place southwest to Laurel, 19 miles. 
The estimated cost of the line is $350,000. 


OKLAHOMA, KANSAS & MussourRI INTERURBAN.-—An officer 
writes that surveys have been made and plans filed, but con- 
tracts are not yet let. The projected route is from Miami, 
Okla., northeast via Hattonville, Quapaw, Lincolnville and 
Peoria to Hornett, Mo., thence via Spring City to Joplin, in 
all 35 miles. Track has been laid on five miles between Miami 
and Hattonville. It is expected to begin work, as soon as 
financial arrangements are made, in about 60 days. The work 
includes two bridges and two trestles. The line will use steam 
and gasoline motor cars for its motive power. Franklin M. 
Smith, president and general manager, and W. H. Schreiber, 
chief engineer, Miami. 


OrEGoN Roaps.—The Commercial Club, of Eugene, Ore., is 
negotiating with Stephen Carver to secure a bonus of $40,000 
for the first section of a line from Eugene west to Elmira, 
which is eventually to be built west to Siuslaw. It is said 
the Lane County Asset Co. has projected a line over this route 
and is trying to interest capital in the project. 


OrEGON SuHorr Line.—According to press reports double- 
tracking work is now under way between Pocatello, Idaho, 
and McCammon, 23 miles. 


PHILADELPHIA & ReEapincG.—Bids are in for the construction 
of the new elevated line between Brown and Jefferson streets, 
Philadelphia. The letting of these contracts was made neces- 
sary through the failure of the original contractor to keep 
within the time requirements. Five bidders submitted esti- 
mates for the foundation work for the steel viaduct from the 
south side of Brown street to the north side of Jefferson 
street. Separate bids were also filed for a second section of 
the work with scale foundations, new buildings, etc., at the 
Master street yards. (July 23, p. 169.) 


Sr. Louis, BrownsviLLeE & Mexico.—An officer writes that a 
contract has been let to P. M. Johnston & Co., of St. Elmo, Iil., 
and work is now under way on the branch from Bloomington, 
in Victoria county, Tex., south via Green Lake to Seadrift 
thence east to Port O’Connor, 39.72 miles. The work involves 
handling an average of 8,000 cu. yds. to the mile. Maximum 
grades will be */,, per cent. and maximum curvature 2 deg. 
The rails, ties and other material have already been bought 
and are being assembled. A large section of country near 
this branch is being developed by the Calhoun County Cattle 
Co., and extensive improvements are to be made at Port 
O’Connor. (Oct. 8, p. 662.) 


Sr. Louis SourHwesterN.—According to press reports this 
company will build an extension from Gatesville, Tex., south 
to Austin and possibly to San Antonio. 


Sroux Crry & Sprrir LAKE (Etecrric).—This road is to run 
from Sioux City, Iowa, northeast via Potosia, Ellendale, Le 
Mars, Granville, Pinghar and Hartley to Spirit lake. Grad- 
ing on four miles will be heavy. Work on this section may 
be carried out during the coming winter. Frank Patch, presi- 
dent; B. C. Woolley, acting chief engineer, Sioux City, and 
Westinghouse, Church, Kerr & Co. are the engineers. (Sept. 
24, p. 564.) 
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SouTHERN.—An officer writes that contracts for double-track- 
ing work being carried out from Salisbury, N. C., to Glass 
have been let as follows: Salisbury to China Grove, 8.7 miles, 
to M. M. Elkan, of Macon, Ga.; China Grove to Glass, eight 
miles, to Lane Brothers Co. & Jones, of Altavista, Va. This 
work is merely laying an additional track parallel to the pres- 
ent track and upon the same grades. Contracts were also 
let early this month for double-tracking the line from the 
yards north of Charlotte, N. C., to Harrisburg as follows: 
From yards to Newells, 5.4 miles, to M. M. Elkan; from 
near Newells to Harrisburg, 6 miles, tc Lane Brothers Co. 
& Jones. This work also consists of laying an additional 
track parallel to the present one and upon the same grades. 
With the completion of these improvements the line from 
Salisbury to Charlotte will be double-tracked, with the excep- 
tion of a gap of single track between Harrisburg and Glass 
of 13.1 miles. 

The report for this company for the year ended June 30, 
1909, under date of October 8, shows that during the year 
construction work, which was suspended in the summer of 
1907, was resumed and substantial progress made towards 
its completion. The principal work included a revision of 
grade and double-tracking the main line south from the ter- 
minal yard at Monroe, Va., across the James river, through 
the city of Lynchburg, thence across the Staunton river to 
Sycamore, a total of 38.14 miles, shortening the old line 2.16 
miles. A section of this new double-track from Durmid to- 
Sycamore, 30 miles, has been in operation since April 30, 
1909. The work will be heavy on the remaining section, in- 
volving the construction of a viaduct over the James river 
and a tunnel 1,300 ft. long near the city of Lynchburg. It is 
expected to have the line ready for operation in the spring 
of 1910. Double-tracking work was resumed on 14 miles of 
line, over which the Knoxville and the Atlantic lines con- 
verge at Oltewah junction, Tenn., to reach the city of Chatta- 
nooga. Similar work is under way on 2.63 miles north 
from Greensboro, N. C., and on 4.4 miles west from Ashe- 
ville. Since the close of the fiscal year contracts have been 
let for work in North Carolina, as noted above. During the 
year sections of the projected low-grade Little Tennessee 
River line, connecting Knoxville, Tenn., with North and South 
Carolina, upon which work was begun several years ago, 
was completed and put in operation as follows: 25.3 miles 
from Maryville, Tenn., to Chilhowee, built under the name 
of the Tennessee & Carolina Southern, and 13.9 miles from 
Bushnell, N. C., to Fontana, built under the name of the Caro- 
lina & Tennessee Southern. These lines are open for local 
service, but it is not proposed to push the work through to 
completion at once. See report elsewhere in this issue. 


STAMFORD & NoRTHWESTERN.—See Wichita Valley. 


SUGARLAND Raiiway.—According to press reports this com- 
pany, operating a line from Sugarland, Texas, southeast to 
Arcola, is said to have let contracts to build about 25 miles of 
spur tracks in Fort Bend, Harris and Brazoria counties. 


TITUSVILLE SouTHERN.—Incorporated in Pennsylvania, with 
$250,000 capital, to build from Titusville south to South Qil 
City, 29 miles. The directors include: W. E. Wellborn, presi- 
dent, Weston, N. J.; J. L. Strauss, C. B. Miller, H. W. Fry, C. 
L. Miller, H. S. Miller and C. H. Hollinger. 


WESTERN Paciric.—An officer writes under date of October 
11 that track has been laid on all but 37 miles of this line, 
building from Salt Lake City, Utah, west to Oakland, Cal., 
opposite San Francisco, 923.7 miles, and that the grading and 
bridge work has been finished. The work included 40 steel 
bridges, aggregating 9,261 ft., and 43 tunnels, with a total 
length of 45,486 ft. It is expected to have all the track laid 
by November 5, and to have the line in operation by Decem- 
ber for freight traffic and early next year for passenger traffic. 
Ballasting rema. .s yet to be done on about 125 miles. The 
terminals and stations will be ready at the time the line is 
put in operation. (Oct. 15, p. 728.) 


WicHITA VALLEY.—An officer writes that an additional sec- 
tion of the Stamford & Northwestern, from Jayton, Tex., west 
to Spur, 23.7 miles, will be opened for operation as a part of 
the Wichita Valley on October 25. (Sept. 24, p. 564.) 
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Railroad Financial News. 





BALTIMore & On10.—Judge Robert S. Lovett, chairman of the 
board of directors of the Union Pacific, has been elected 
also a director and a member of the executive committee 
of the Baltimore & Ohio, succeeding E. H. Harriman, de- 
ceased. 


Boston ELrevatep.—The company is asking the approval of 
the Massachusetts Railroad Commission and the Boston 
Transit Commission for the taking over by the Boston Ele- 
vated of the Boston & Northern, the Old Colony, the Blue 
Hills, the Boston & Worcester, the Middlesex & Boston and 
the Lexington & Boston street railways. 


Boston Raitroap Horpine Co.—The directors are to ask per- 
mission of the Massachusetts Railroad Commission to buy 
an additional $1,575,500 common stock of the Boston & 
Maine at $154 per share, payable $125 in the bonds of the 
Holding company and $29 per share in the stock of the 
Holding company, and for permission to buy $582,600 B. 
& M. preferred stock at 162 per share, payable 125 in bonds 
and the remainder in stock of the Holding company. On 
October 4 $10,994,800 B. & M. stock was bought from John 
L. Billard at 140. The present purchase will give the Hold- 
ing company, it appears, $12,570,800 common out of a total 
of $28,271,790, and $582,600 preferred out of a total of 
$3,149,800. The Holding company after the purchase will 
have outstanding, it appears, $16,441,125 4 per cent. bonds 
and $2,421,600 stock. 


Cuicaco & NortH WESTERN.—The $5,369,000 25-year debentures 
maturing November 1, 1909, are to be paid when due at the 
treasurer’s office, New York City. 


Cuicaco, Rock Istanp & Paciric.—R. A. Jackson, first vice- 
president of the C., R. I. & P., and W. T. Graham have been 


elected directors, succeeding Robert Mather and A. E. Orr. 


CHICAGO TERMINAL TRANSFER.—It is reported that the Balti- 
more & Ohio has purchased a controlling interest in this 
road from the Chicago, Burlington & Quincy, but that of- 
ficial announcement of the sale will not be made until 
certain plans of the Baltimore & Ohio shall have been 
completed. The Baltimore & Ohio now uses the Chicago 
Terminal Transfer as its Chicago terminal. 


CINCINNATI, HAaminton & Dayton.—William Saloman & Co., 
New York, are offering a portion of the total authorized 
issue of $11,557,000 purchase money collateral trust 4 per 
cent. notes of 1908-1913 of the Cincinnati, Hamilton & Day- 
ton, principal and interest, of the notes being guaranteed 
unconditionally by the Baltimore & Ohio. At the offering 
price the notes yield about 434 per cent. 


Denver & Rio GRANDE.—The New York Stock Exchange has 
listed an additional $5,011,000 first and refunding mortgage 
5 per cent. bonds of 1905-1955. Of these bonds, $5,000,000 
were issued to buy $6,400,000 Western Pacific second mort- 
gage 5 per cent. bonds and $11,000 for general purposes. 
The Western Pacific bonds are deposited under the first and 
refunding mortgage, making a total of $23,230,000 Western 
Pacific bonds now deposited under this mortgage. 


DENVER, NORTHWESTERN & Paciric.—The Northwestern Ter- 
minal Railway (Denver) has sold to a syndicate of bankers 
$2,025,000 first mortgage 5 per cent. bonds due 1926, prin- 
cipal and interest guaranteed by the Denver, Northwestern 
& Pacific. The D. N.-W. & P. leases the Terminal company’s 
property for 99 years. 


DyrersBura NortHERN.—Control of this road, which runs from 
Dyersburg, Ky., to Tiptonville, 31 miles, has been bought 
by John H. Watkins, S. G. Latta & Ernest Rice for a price 
said to be $316,000. There is $300,000 stock and $210,000 
first mortgage 5 per cent. bonds of 1907-1937 outstanding. 


Missourr, Kansas & Trxas.—See an article about the control 
of this road in another column. 


Norrotk & WESTERN.—Brown Brothers & Co., New York, are 


offering $2,800,000 4 per cent. equipment trust certificates 
maturing serially from 1910 to 1917 at prices to yield 4.35 
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per cent. These certificates are part of the four series of 
$1,000,000 each created in 1907 and held since that time in 
the treasury. 


NORTHWESTERN TERMINAL RaiLway (DENveER).—See Denver, 
Northwestern & Pacific. 


OrEGON Srrort Line.—F. V. S. Crosby has been elected a direc- 
tor to fill a vacancy. 


Paciric Coast Co.—This company controls the Pacific Coast 
Steamship Co., the Pacific Coast Railway, the Columbia & 
Puget Sound, the Facific Coast Coal Co., and owns prop- 
erty in various cities on the Pacific coast, including Seattle, 
Wash., and Nome, Alaska. In the fiscal year ended June 30, 
1909, gross earnings of all companies amounted to $6,580,507 
as compared with gross earnings of $7,272,958 in 1908. Oper- 
ating expenses last year were $5,621,018, and in the pre- 
vious year amounted to $6,220,626. The two subsidiary com- 
panies which show the largest gross earnings are the Pacific 
Coast Steamship Co., with gross amounting to $3,405,585, 
and the Pacific Coast Coal Co., with gross amounting to 
$2,082,534 from the coal department and $36,037 from the 
lumber department. 

The steamship company’s gross earnings were less by 
$287,804 than in 1908, but the expenses were also less, being 
$3,184,736, or $681,754 less than in 1908. This left net earn- 
ings of $220,849 in 1909 as compared wi.h a deficit in 1908. 
There was spent for repairs and charged to operating ex- 
penses $271,337 in 1909 and $502,652 in 1908. The company 
operates about 20 steamers in the coastwise trade on the 
Pacific coast, going as far south as Columbia, South America, 
and as far north as Alaska. 

The Pacific Coast Coal Co. mined 660,121 tons of coal last 
year, a decrease of 38,703 tons as compared with the pre- 
vious year. Gross earnings from the coal department 
amounted to $2,082,534, or $471,819 less than in 1908. Ex- 
penses amounted to $1,720,879, an increase of $54,883. The 
decreased demand for coal caused increased competition 
and consequently lower prices. The San Francisco depot 
was unfortunate in having on hand a large stock of coal 
purchased during 1907 when prices averaged about two dol- 
larg per ton higher than during 1909. Most of this coal has 
been sold. The average cost of coal at the company’s mine 
increased over the previous year by about 14.6 cents per 
ton, partly due to advanced development work, but more to 
increased taxes. The balance sheet, consolidated so as to 
show the condition of the various companies, shows current 
assets of $2,506,946, of which $848,673 is cash. Current lia- 
bilities amounted to $723,379. 

After paying interest and taxes the Pacific Coast Co. and 
its subsidiaries showed profit last year of $661,933, out of 
which dividends of $516,250 were paid, leaving a surplus 
of $145,683. This, together with the previous credits to 
profit and loss, brought the credit balance of this account up 
to $3,207,715. 


St. Louis & San Francisco.—Speyer & Co., New York, have 
placed $6,000,000 St. Louis & San Francisco general lien 
5 per cent. bonds in Germany. These bonds are part of a 
block bought some time ago. 


SEABOARD ArtR LineE.—The final decree terminating the re 
ceivership has been signed, and the property is to be turned 
over to the reorganized company November 4. The reor- 
ganization plan is essentially the same as that published in 
the Railroad Age Gazette of July 9, page 81. 


WaBaSH.—Jay Gould has been elected a director, succeeding 
Judge William B. Sanders, resigned. 


WESTERN Paciric.—See Denver & Rio Grande. 





FOREIGN RAILWAY NOTES. 





The Russian Minister of Communications has asked for 
$13,000,000 for the purchase of locomotives and cars. 





Flans have been made for building a railway from Timbo, 
Brazil, to Propria. A. H. de Carvalho has made a contract 
with the legislature for carrying on the project. Construction 
material imported is to be free of duty. 
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Equipment and Supplies. 





LOCOMOTIVE BUILDING. 





The Lake Terminal Railway has ordered three six-coupled 
locomotives from the Baldwin Locomotive Works. 


The Seaboard Air Line has ordered 15 passenger locomotives 
and five switchers from the Baldwin Locomotive Works. 


The Boston & Albany is said to have ordered six locomotives 
from the American Locomotive Co. This item is not yet con- 
firmed. 


The Norfolk & Western has ordered five Mallet compounds 
from the Baldwin Locomotive Works and five Mallet com- 
pounds from the American Locomotive Co. 





CAR BUILDING. 





The Southern ig in the market for 1,000 box cars. 


The Northern Pacific is in the market for 450 Lidgerwood 
cars. 


The Northern Pacific has ordered 1,500 steel underframe 
refrigerator cars. 

The Pittsburgh Railways Co. has ordered 80 cars from the 
Kuhlman Car Co. 


The Norfolk & Southern hag ordered a motor car from the 
McKeen Motor Car Co. 


The Cleveland Electric Railway has ordered 25 city cars 
from the Kuhlman Car Co. 


The Norfolk & Western has ordered 2,000 hopper cars, 500 
box cars and 500 stock cars. 


The Charlotte Harbor & Northern is in the market for 25 
thirty-ton box cars and 25 thirty-ton flat cars. 


The Pitisburgh & Lake Erie is said to be in the market for 
1,000 hopper cars. This item is not yet confirmed. 


The Fort Dodge, Des Moines & Southern has ordered 25 
forty-ton gondolas from the Haskell & Barker Car Co. 


The Capitol Traction Co., Washington, D. C., is said to have 
ordered 30 pay-as-you-enter cars. This is not confirmed. 


The Enid, Ochiltree & Western, Ochiltree, Tex., now under 
construction, will soon be in the market for rolling stock. 


The Gilmore & Pittsburgh is said to have ordered 100 gon- 
dolas from the Pressed Steel Car Co. This item is not yet 
confirmed. 


The Carolina, Clinchfield & Ohio is said to have ordered a 
number of all-sieel baggage and combination baggage and ex- 
press cars. This item is not yet confirmed. 


The Lehigh Valley has ordered from the Standard Steel Car 
Co. the 1,000 forty-ton steel underframe box cars mentioned 
in the Railroad Age Gcuzette of September 17. 


The Dominion Iron & Steel Co. has ordered 40 fifty-ton all- 
steel hopper cars from the Dominion Car & Foundry Co. The 
capacity of these cars was given as 30 tons in our issue of 
October 8. 


The Seaboard Air Line has ordered three coaches, three 
combination passenger and baggage cars, four combination 
mail and express cars and five express cars from the Barney 
& Smith Car Co., and 1,000 box and 25 stock cars from the 
Pressed Steel Car Co. 


The Pennsylvania, as mentioned in the Railroad Age Gazette 
of October 8, has ordered 96 suburban type, M. P. 54, steel 
passenger cars, as follows: Thirty-two coaches and 18 combi- 
nation cars from the American Car & Foundry Co., 30 coaches 
from the Pullman Co. and 16 coaches from the Standard Steel 
Car Co. 


The Northern Pacific is in the market for the following 
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passenger equipment in addition to the 20 coaches mentioned 
in the Railroad Age Gazette of September 20: Six parlor cars, 
9 observation cars, 10 diners, 10 sleepers, 10 tourist sleepers, 
6 passenger and baggage cars, 12 mail and express cars and 
10 baggage and express cars. 


The Atchison, Topeka & Santa Fe has ordered from the 
American Car & Foundry Co. 1,000 thirty-ton refrigerator cars, 
as mentioned in the Railroad Age Gazette of September 10. 
The carg are to be 41 ft. 3 in. long and will have wood bodies 
and composite wood and steel underframes. The following 
specialties are included: 


POI ts oc ck oasis cee ae American Steel Foundries 
Se eee eee ere ee Westinghouse 
RRR RN a5 din a aie & asin eb STASIS Sw eee a Creco 
ee ee re ek re oe or National 
CS ES area eon er rn yer eee a Hewitt 
SRN oe oie news cuisine Gieera ews kei es Mao wise Janney 
LS Ee eee Le he ee eer rer Miner 
DUNE IRON Sica ne awk sae sak ee wise eae Symington 
SE ok Gasp bie eae wae kee 6 oe Outside flexible metallic 
MIO ca cucu ki caw .ces s S'S eGo See bie eh wet Simplex 


The Atlantic Coast Line has ordered from the Hicks Loco- 
motive & Car Works, for delivery January 1, the six steel- 
underframe coaches and the four steel-underframe express 
cars mentioned in the Railroad Age Gazette of September 3. 
It is not in the market for additional ballast cars nor five 
all-steel passenger cars. The coaches will seat 72 passengers 
and will weigh about 88,000 lbs. They will measure 60 ft. 
51% in. long, 8 ft. 10% in. wide and 9 ft. 5 in. high, inside, 
and 69 ft. 1%4 in. long, 10 ft. 44 in. wide and 14 ft. 2 in. high, 
over all. The express cars are of 25 tons capacity and will 
weigh 85,000 lbs. They will measure 60 ft. 414 in. long, 8 ft. 
1014 in. wide and 9 ft. 5 in. high, inside, and 64 ft. 4 in. long, 
10 ft. 4%, in. wide and 14 ft. 2 in. high, over all. The bodies 
of all cars will be of wood, reinforced with steel, and the 
underframes will be of steel. The special equipment for both 
types of car includes: 


eet ee eee fy Se Gee 
SPRITE PONE 5 Gin ain o a's wh wb ease o's le sa Structural steel 
SERIE EONNIIG. (ins Seiichi 0:90 ws G wpe pale ADs bg Be Cast steel 
PONS ose eS ue aN w oni ss ons Westinghouse high-speed 


coe ee ere eae a ya ee Waycott special 
eR gs oecinu Skink ROR Ae Soe Christie steel back 
NOT oa 5 Wins te  sais -k Wie ie wie a Ses Damascus 5x9 
IORER Slog (so bins Mises ne Ne oo oe Janney Buhoup, 3-stem 
Curtain: fixtures. (Coaches) «5 s:0ccc sis scscwus cd National 
Curtain material (coaches) .... 2... 00 Pantasote 
PORE 65hasnck sao eschews 6 A. C. L. standard 


Le ae ee Westinghouse friction 
J ee ee re ene eee ee Harrison 
ee OS ar Gold, vapor and direct 
pee a Ge err re ee Symington, 5x9 
SCR TEURNENDD, es s’n'e Wn sek eA SEK SS Sls aS Pintsch 
PEC SC Se CEMA ieee Sis aww awe sews a oe Flood & Conklin 
EEE aioe eS 's'S Gis Hoes Rain ws Soa wiee Fe A, SS.. de ae 
ORE NINE nove se sé ea abantssceeesecne A. C. i. etd. 
Side bearings Dans nieeale Chicago Railway Equipment Co. 
RMN nl 1b Ge ini 6 S'5 wis wwe Ss ea aes aS A. 4. 4s. Sta. 
PEE SoG ish wee aes Fhe aw eee Commonwealth cast steel 
WARDEN. Cras ors Sa aA Ss eR ARO AR hs Pullman 
VORIIORIO GIBDUTARINE « o. 5 5s coscce cess onceus R. A. Ajax 
Vestibule trapdoors (coaches)............ National steel 
cl ee ee 36-in. steel tired, steel centers 


Window fixtures (coaches)....Universa] (Grip Nut Co.) 





IRON AND STEEL. 





The Norfolk & Southern has ordered from the Pennsylvania 
Steel Co. 1,660 tons of 70-lb. open-hearth rail. 


General Conditions in Steel—The particular scarcity in 
steel is that of semi-finished material. The billet, bar, plate 
and shape mills are not able to supply the demand of the 
finishing mills. In pig iron the greatest scarcity is in Bes- 
semer, which has been quoted at $19, with the probability of 
further increase. There continues to be an active demand 
for rails and car building material. It is estimated that the 
earnings of the United States Steel Corporation for October 
will be nearly $15,000,000. It is believed that the earnings 
of the corporation for the fourth quarter of the calendar year 
will exceed those of the third quarter by $5,000,000. 





RAILROAD STRUCTURES. 





BrercH Grove, Inp.—An officer of the Cleveland, Cincinnati, 
Chicago & St. Louis writes that the plans for building freight 
and passenger car repair shops*which were dropped last year 
are now being completed. All specifications for the buildings 
will be held in readiness to begin work as soon as the neces- 
Sary appropriation is secured. 
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Branpon, Man.—Plans are being made by City Engineer 
Speakman for a subway to be built under the railway tracks 
at Brandon, to cost about $100,000. 


Ciinton, Iowa.—The Chicago & North Western is contem- 
plating the building of new repair shops. 


DuLuTtH, Minn.—The Minneapolis, St. Paul & Sault Ste. 
Marie has let the contract to McLeod & Smith, Duluth, for 
building two freight houses. 


FITzGERALD, GA.—The Atlanta, Birmingham & Atlantic has 
let the contract to Carr & Co., Atlanta, Ga., for a concrete 
passenger station to cost $10,000. 


Fort WILLIAM, Ont.—A contract is said to have been given 
to J. McDermid & Co., of Winnipeg, Man., for the new Cana- 
dian Pacific station at Fort William. 


Hopart, Oxita.—The Chicago, Rock Island & Pacific is to 
build a roundhouse, a water tank and coal chutes. 


MONTREAL, QurE.—-An officer of the Canadian Pacific writes 
that the contract is let to Quinlan & Robertson, Montreal, for 
the substructure of a 1,500-ft., single-track bridge over the 
Richelieu river between St. John’s and Iberville. The bridge 
will consist of twenty 75-ft. deck plate girder spans and the 
piers and abutments will be of concrete. Foundations in- 
tended to provide for future double tracking will be carried 
up to the low water line. 


NatcHEZ, Miss.—The Natchez & Southern will build a steel 
bridge over St. Catherine street. 


New ORLEANS, La.—An officer of the Illinois Central writes 
that contracts have been let to the Jefferson Construction Co., 
of New Orleans, for terminal station buildings in New Orleans, 
and work was started October 16. There are to be four rein- 
forced concrete buildings on pile foundations with brick end, 
and fire walls, each building one-story high, 75 ft. by 550 ft. 
The cosf of the improvements, which are being made for the 
joint use of the Illinois Central and the Yazoo & Mississippi 
Valley, will be about $300,000. (June 25, p. 1548.) 


NorFroLtk, VA.—A fire on the morning of October 14 totally 
destroyed the passenger station, offices and several cars of the 
Norfolk & Western; loss $100,000. 


NortH YAKIMA, WASH.—The Yakima Valley Transportation 
Co., Yakima, Wash., has let a contract to O. L. Hanson, Kenne- 
wick, Wash., for trestles over the Yakima river and the Cas- 
cade Lumber Company’s mill pond. Work is to begin at once. 


PHILADELPHIA, Pa.—An officer of the Baltimore & Ohio 
writes that contracts have been recently let for a large amount 
of structural steel. This is for bridges on the Philadelphia 
division, including the Schuylkill river, also for the 200-ft. 
rolling lift bridge at Cleveland, Ohio, and for smaller bridges 
at various points on the road. 





PInE Buurr, ARK.—Permits to bridge the Arkansas river 
have been petitioned for by the Memphis, Paris & Gulf and 
the Arkansas, Louisiana & Gulf. 


Reno, Nev.—Officers of the Nevada-California-Oregon are 
quoted as saying the company will build a new general office 
building at a cost of $25,000. The building is to be of brick 
and two stories high. 


SAVANNAH, Ga.—The Atlantic Coast Line is to build two 
Subways at a cost of $20,000. 


SPRINGFIELD, OnI0.—Preliminary work hag been begun by 
the Cleveland, Cincinnati, Chicago & Si. Louis on a new pas- 
senger station. (Oct. 2, 1908.) 


Tacoma, WasH.—The Chicago, Milwaukee & Puget Sound 
has been granted building permits by the city for eight build- 
ings, as follows: A 12-stall roundhouse, wood-working, black- 
smith and locomotive machine shops, a coal shed, storehouse, 
Sand storage house and employees’ building. The total esti- 
mated cost of the buildings is given as $67,450. 


WaLLacr, IpAano.—The Oregon Railroad & Navigation Co. is 
planning to rebuild the roundhouse which was destroyed by 
fire several months ago. 


Waycross, Ga.—The Atlantic Coast Line has prepared plans 
for a brick passenger station. 
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Supply Trade News. 


A. D. McAdam resigned his position with the Damascus 
Brake Beam Co., Cleveland, Ohio, on October 15. 


The Norfolk & Southern has bought from Fairbanks, Morse 
& Co., Chicago, 16 No. 14 motor cars for use by section men 
instead of hand cars. 





The United States Steel Corporation has announced that 
plans are again under consideration for the proposed steel 
plant at Duluth, Minn. 


Frank Perry has been appointed general purchasing agent 
for the Scullin-Gallagher Iron & Steel Co., St. Louis, Mo., suc- 
ceeding Logan Zintgraff, resigned. 


The Isthmian Canal Commission asks bids up to November 
8 on steel angles and sheets, lag screws, bolts, sight feed lubri- 
cators and miscellaneous supplies. (Circular No. 539.) 


The Forsyth Brothers Co., Chicago, announces the removal 
of its sales department to the home office, 213 Institute place, 
and requests that all communications be sent to this address. 


W. E. Robinson, formerly assistant general freight agent 
of the Canadian Pacific at Vancouver, B. C., has been appointed 
sales manager of the Gillis Supply Co., Limited, with office 
at Vancouver. 


A. L. Whipple, heretofore sales manager of the Forsyth 
Brothers Co., Chicago, has formed the Whipple Supply Co., 50 
Church street, New York. He will handle several specialties 
for both steam and electric railways. 


W. H. McBride, formerly contracting freight agent of the 
Chicago, St. Paul, Minneapolis & Omaha, with office at St. 
Paul, Minn., has taken a position with the Patterson Sargent 
Company, Cleveland, Ohio, wholesale paint dealers. His office 
will be in St. Louis, Mo. 


The Lehigh Valley Coal Co. recently placed orders with the 
Vulcan Iron Works, Wilkesbarre, Pa., for a 7-in. x 12-in. sad- 
dle-tank oil-burning locomotive and a 7-in. x 12-in. double-tank 
compressed air locomotive. These locomotives are intended 
for inside mine service. 


Dumont Clarke, president of the American Exchange 
National Bank, has been elected a director of the American 
Locomotive Co., New York, succeeding R. J. Gross. James 
McNaughton, vice-president, has been elected a director to fill 
out the term of Joseph Bryan, deceased. 


W. S. Howe, formerly advertising manager and in charge of 
the small tool sales department of the Canadian-Fairbanks Co., 
Ltd., Montreal, Que., has become associated with the S. A. 
Woods Machine Co., Boston, Mass. Mr. Howe was with the 
S. A. Woods Machine Co. for about 10 years previous to his 
entrance into the Canadian field. 


James E. Bough has withdrawn from the firm of A. V. 
Kaiser & Co., Philadelphia, Pa., where he had an interest and 
had been manager for the past 10 years. He has formed the 
Pennsylvania Equipment Co., West End Trust building, Phila- 
delphia, and will deal in railway and contractors’ equipment, 
also new and second-hand machinery of all kinds. 


The following have been elected directors of the Westing- 
house Air Brake Co., Pittsburgh, Pa., other directors being re- 
elected: Henry C. Bushman, president of the Second National 
Bank of Pittsburgh; Charles McKnight, president of the Na- 
tional Bank of Western Pennsylvania, and Horace EH. Smith, 
of the banking house of Charles Smith & Sons, Philadelphia, 
Pa. 


A special meeting of the Bethlehem Steel Corporation is to 
be held November 5 to authorize the pledging of securities of 
the subsidiary companies to secure $7,500,000 6 per cent. five- 
year notes of the Bethlehem Steel Co., South Bethlehem, Pa. 
A third of the proceeds of this issue is to be used for retiring 
outstanding notes, and the remainder for erecting three new 
blast furnaces, one of which is now under construction, and 
10 open-hearth furnaces, or in some other way increasing the 
steel capacity; also a new structural mill and minor improve- 








ments. -Arrangements for the sale of the notes have already 
been made. 


Work was begun in August on the first locomotive ever 
built in Chile, at the works of the Sociedad de Maestranzas 
y Galvanizacion in Valparaiso. This is the first of an order 
for five engines to be built for the Chilean Government rail- 
ways. A duplicate order has been placed with Balfour, Lyon 
& Co., on which work is to be begun soon. It is understood 
these locomotives are to cost the Chilean government at least 
20 per cent. more than it would cost to import similar loco- 
motives, but it-is in line with a policy to encourage the indus- 
trial development of the country. Orders for freight cars 
may follow.—Consular Report. 





MACHINERY AND TOOLS. 





The Norfolk & Southern has bought a 100-ton wrecking 
derrick. 


The Seaboard Air Line has ordered one 50-ton steam wreck- 
ing car from the Pressed Steel Car Co. 


The Pullman Co. has ordered from the Allis-Chalmers Co. 
Milwaukee, Wis., two steam turbines and generators, aggregat- 
ing 5,000 h.p., together with auxiliary apparatus. 


A special agent of the Department of Commerce and Labor, 
who hag been making an investigation in Russia, is quoted as 
saying that Russia is in need of machinery and machine tools, 
and that American firms should be able to build up a profit- 
able Russian business. 





TRADE PUBLICATIONS. 
Bolts, Eic.—The Kansas City Belt & Nut Co., Kansas City, 
Mo., has issued a 40-page catalogue of its bolts, nuts, rivets 
and screws. 


Drills.—A folder issued by the Cleveland Twist Drill Co., 
Cleveland, Ohio, is entitled The Paragon Way. It gives sizes 
and price lists of No. 930 high-speed flat twist drills, with 
Paragon flat taper shanks. It also lists Paragon sockets. 


Oil Burners.—A folder issued by the Hauck Manufacturing 
Co., Brooklyn, N. Y., describes oil fuel burners for foundry 
uses. It is illustrated with photographs of burners in use 
for cupoia lighting, ladle drying, repairing of castings, skin 
drying molds and baking moids. 


Water Treatment.—The Dearborn Drug & Chemical Works, 
Chicago, has published a souvenir booklet on water treatment. 
It describes the company’s plant and processes, and discusses 
walter treatments suitable for various ciasses of boilers. The 
illustrations, of which there are many, are particularly good. 


Street Railways.—An attractive souvenir book entitled Tour 
of the Massachusetts Street Railway Association, October, 
1999, was prepared by the Stone & Webster Engineering Cor- 
poration, Boston, Mass., for use by members of the association, 
which is making a tour throughout the country. The book 
furnishes data regarding each of the cities visited, particularly 
concerning the street railways. 


Lifting Magnets.—The Electric Controller & Manufacturing 
Co., Cleveland, Ohio, has published a new catalogue describ- 
ing its various types of lifting magnets. It has 61 pages, 
with many illustrations showing magnets in use in a variety of 
operations. The S. A. lifting magnet is made in various sizes, 
the diameter of the face being from 36 in. to 61 in. Capaci- 
ties, depending on the character of the material handled, run 
up to 50,000 Ibs. 


Signals.—Bulletin No. 42 of the Union Switch & Signal Co., 
Swissvale, Pa., describes the Union electric semaphore equipped 
with style S mechanism. This style is a development of the 
style B signal, adapted to meet the requirements of three- 
position signals. While this mechanism may be used with 
two-position signals a variation of it is made arranged for a 
two-position movement alone. 

Bulletin No. 43 is devoted to facing point switch and pass- 
ing siding protection. It is illustrated with drawings and dia- 
grams showing the interlocking arrangements. 
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Electrical Apparatus—A number of bulletins have recently 
been issued by the General Electric Co., Schenectady, N. Y., 
dealing with electrical apparatus of various types. Bulletin 
No. 4,694 is on portable substations for electric railways; No. 
4,676, multiple enclosed arc lamps; No. 4,687, direct-current 
motor-starting rheostats; No. 4,699, motor-driven air compres- 
sers for freight equipment; No. 4,700, switchboard instru- 
ments; No. 4,681, panel boards; No. 4,698, luminous arc head- 
lights for street railways; No. 4,682, oil break switches for 
machine tools; No. 4,701, emergency straight air-brake system 
for electric railways. Bulletin No. 4,692 describes the G.E. 
210 65-h.p., 600-volt railway motor, and bulletin No. 4,693 the 
G.E. 88, 40-h.p., 500-volt railway motor. These are the latest 
types of apparatus of these classes and capacity. Bulletin 
No. 4,691 describes motors for use with smaller machines in 
machine shops. These include single-phase and polyphase 
motors, which can be used in either horizontal or vertical posi- 
tions. They are furnished in sizes from % h.p. to 15 h.p. 





Plate Glass. 





The important railways of the country are using plate glass in 
their passenger coaches to a greater degree than in past years. When 
one considers the vast sums expended on passenger equipment for the 
purpose of safety, appearance and comfort, it is not surprising that 
plate glass should now be looked upon as a necessity. 





Locomotive Blow-Off Valve. 


The accompanying drawing shows a new form of blow-off valve, 
made by the Lunkenheimer Co., Cincinnati, Ohio. This valve is operated 
by hand, and is designed to eliminate all tendencies to fouling. sticking 
or leaking, and be at the same time positive in every action. In this 
valve there are two dis- 
tinct valves within a sin- 
gle body; one of these is 
for regular use, while the 
other is provided for emer- 
gency service, to be op- 
erated only in case of pos- 
sible failure of the main 
valve. This emergency 
provision is the means of 
avoiding considerable an- 
noyance and expense 
caused by blow-off valves 
constructed with but one 
valve, no provision being 
made for emergency. 

The construction of the 
main valve is clearly 
shown in the sectional 
drawing. The emergency 
feature, for use in case of 
possible failure of the 
main valve, is provided in 
the key or taper plug valve, 
made a ground fit in the 
body, and operated when 
required by rotation of the 
lever handle. Ordinarily, 
this emergency key remains in open position, as shown, giving free 
passage through from the inlet to the main valve. Should the latter 
leak or give trouble in any respect, preventing its tight closing, the 
key may be rotated to close the opening from the inlet. Then the 
main valve is raised to its extreme open position and all blowing-oit 
operations performed by manipulation of the emergency valve. The 
main valve should be restored promptly to working condition, so as 
to release the key plug for its intended function as an emergency 
feature. 

Stuffing-boxes insure against leakage around the stem of the main 
valve or the neck of the emergency key. The emergency valve lever 
handle is held firmly in either open or closed position by the spring 
shown, which engages suitably placed notches in lugs on the body. 

Immediately above the main valve disc is formed a flange, guided 
by ribs as the valve is raised and lowered, and providing for posi- 
tive cleaning of the seat as the valve is closed. This flange fits 
loosely within the key, being a few thousands of an inch smaller in 
diameter. When, therefore, the lower edge of the flange approaches 
and passes the edge of the key opening, there is caused a gradual 
wire-drawing of the escaping water, more and more of which bursts 
at once into steam, and, by its high velocity, becomes quite effective 
in washing away any sediment which may have collected on or near 
the seat. Absence of this provision in other valves is claimed to be 
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a prime cause of trouble, the sediment preventing proper seating of 
the disc and allowing slight leakage, which rapidly increases as the 
resultant cutting action progresses. Serious injuries, also, are often 
caused by attempts to close tight a blow-off valve upon whose seat 
has lodged a piece of boiler scale or other hard substance, thus pos- 
sibly ruining both disc and seat. Should a piece of boiler scale 
become lodged in the opening and prevent closure of the main valve, 
it may generally, by a partial turn of the emergency key, be so 
broken up as to pass out in fragments when the key is returned to 
open position. Practical service has shown several points of peculiar 
advantage attributed entirely to the double character of this blow- 
off valve. It can also be reground readily should the seat become 
worn. As all parts of the valve are made to standard gages and 
templets, any worn out or broken part can be quickly renewed. 
Avoidance of contracted areas is a characteristic of this valve, the 
passages being at all points fully equal to the connecting pipe. Thus 
the flow of water is entirely free and quite direct. Should the water 
in the boiler of a locomotive foam while on the road, the engineer or 
fireman can open the blow-off by reaching out on the running board 
to the operating lever there located. 

The Boston & Maine has adopted this valve for use in connection 
with its ash-pan equipment, because of its durability and dependency. 
The makers claim that the material used is of the very highest grade 
of bronze composition, thereby insuring the maximum of strength 
and durability. 





New Safety Locomotive Ask Pan. 


The locomotive ash pan illustrated herewith, which is designed to 
meet the requirements of the Federal law that goes into effect next 
January, has been in use on the New York, Chicago & St. Louis for 
a year, and was adopted by that road as standard last May. The 
novel feature is the provision of scrapers in the ash pan, operated by 
levers in the cab, which move back and forth under guides in each 
section of the pan. Provision is also made for operation of the 
scrapers from the ground. 

The portion of the pan in which the scrapers move is made of cast 
iron and is suspended from the firebox by a sheet iron skirt attached 
to the mud ring. For cold climates the pan is surrounded on three 
sides by a heater—-spaces into which steam can be admitted from 
suitably placed pipes should water in the pan cause freezing. The 
scraper plate in this arrangement is removable and slides in and out 
between guides. Air is admitted to the ash pan at the ends above the 
dampers, or it can be taken in at the top by extending the pan 
beyond the end of the firebox. 

A test was made recently in Chicago to determine the time for 
cleaning an engine equipped with this pan. It was an 18 in. x 24 in. 
passenger locomotive, with a deep firebox and an ash pan 11 in. deep. 
After coming in from its run it was allowed to stand over night 
without disturbing the fire. In the morning a hostler cleaned it from 
the cab in six minutes, the contents of both firebox and asb pan 
being dumped into the ash pit. The Nickel Plate engine which has 
had the pan for a year was taken into the shops for general repairs 
about the first of July. Although it had been running in the pool 
the larger part of the time, no repairs to the pan were necessary 
beyond the renewal of a fulcrum pin and the taking up of some lost 
motion. 

In addition to the advantages already set forth, it is claimed tuat 
the pan promotes despatch in handling power at terminals and on the 
road; that it improves the steaming qualities of tne boiler by enabling 
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trial and the Chicago Junction has two. The Chicago & Alton, the 
Big Four, the Minneapolis & St. Louis, and the Belt Railway of Chi- 
cago will put the pans in trial service. The Atlus Safety Locomotive 
Pan Co., Ft. Wayne, Ind., has been formed to put the device on the 
market. 





100 Per Cent, Joint. 


The accompanying drawing shows a cross section of the 100 Per 
Cent. rail joint made by the Cambria Steel Co., Philadelphia, Pa. 

This design shows a great development of the upper member for the 
purpose of taking care of the upward wave movement of the rail at 
the joint. This upward movement, in reversing the strains in the 
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100 Per Cent. Joint for 100-Ik. A. S. C. E. Rail. 


joint, puts the upper member under a tensile strain, instead of com- 
pression, as is the case when the load is directly over the joint 

The design also takes ample care of the buckling point at the 
junction of the vertical and middle members, which is necessary to 
secure full value from the depending flange. 

A laboratory test of this joint applied to 100-lb. A. S. C. E. rail on 
20-in. supports shows that-it withstands a load of 150,000 Ibs. at che 
elastic limit; when the joint is tested inverted, applying the load on 
the bottom of the rail, the elastic limit is only 13 per cent. less than 










































































a 
I lab Deck Cab Deck, 
—Fil | — x 
“oe j : Front Damper Operating fod 
Front “a Rear Scraper Scraper --f. Steam Pipe 
Scraper K— Operati Operating te-from Blower 
Qverating Lever | iiiaies Lever iH 
Lever “Operating i 
Ne apa ag: t Rod ieti: Meindl Mace lcpmaaianenan ti "Mud Ring -~~~~~~~~ ~~~ 
amas ear wjIo-——— Sea (LESS SSS SSeS 
' Scraper- By --on, Steam om \ 
8! Operating Seo Heater =i 
x AG NS 
x : 
RSLS SSE LTS 
it ete SE 
Heaters in Cast’ 
pus , H " /ron Bottom 
k--95-->¢--——|7-----ke-- 95-1 - , 
Loe 3/9" - e m 
Atlas Safety Ash Pan. 
a clean fire to be kept, lengthening the life of the flues and adding when tested in the natural position, thus proving the great value of 
to ihe efficiency of the locomotive; that by prevention of the accumu- the reinforced upper member. The washer is made of spring steel 
lation of ashes and partly burned fuel in the ash pan it assures longer and bowed crosswise, thus fulfilling the two-fold purpose of washer 


lite to the latter as well as to the grates; that its fire-tight bottom 
Prevents the dropping of fire on the track; and that it is adapted to 
any type of locomotive. 

In addition to the Nickel Plate, the surlington has one pan on 


and nut lock. 

A similar joint, oil-treated, showed the elastic limit to be over 
200,000 Ibs.; this being the limit of the machine, the exact limit 
could not be definitely determined. 


me « 
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Train Lighting Set. 


The American Blower Co., Detroit, Mich., had a train lighting gener- 
ating set running at its exhibit at the mechanica] conventions at Atlan- 
tic City last June. The ABC vertical engine, it is claimed, is entirely 
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Train Lighting Set. 


closed and self-oiling to such a degree that it is not necessary to fill the 
base with oil oftener than once in about three months, the outfit requiring 
adjustment at no more frequent intervals and there is no oil cup on 
the engine requiring attention. These points, together with the fact 
that it is silent in operaion, would seem to make it desirable and 
economical for railway train lighting. 

The accompanying photograph shows a set used on the Salt Lake 
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and one are headlight. Both outfits have been operated in an entirely 
satisfactory manner, and the noise is hardly appreciable. The only 
thing is a slight vibration in the baggage car. These outfits are given 
hardly any attention, and the Fairbanks firm has never had occasion 
to send a man to repair or fix any trouble arising from them. 





Cast Steel Rail Joints, 


The Pittsburgh Equipment Co., Pittsburgh, Pa., has organized a new 
company to handle track specialties. This is the Pittsburgh Track 
Specialty Co. It will make cast-steel rail joints, tie plates, such poles 


and posts as can be made of cast steel, also cast-steel ties, with plain 
or insulated bearings for the rails, and such other track equipment as 
may be developed. 

The rail joint, shown herewith, can be made to be used either with or 
It is shown here without bolts, but it can just as easily 


without bolts. 





Insulated Joint. 


be made to take the ordinary track bolts instead of the lugs. As 
shown, the base is formed of two plates, which overlap, and the spikes, 
engaging holes in both the upper and lower plates, hold the joint 
firmly in place. The joint can be modified so as to be a supported 
joint, the joint being directly on a tie, instead of the suspended or 
two-tie joint shown. The development of processes of making cast 
steel has made it possible now to make rail joints of cast stee] and sell 
them in competition with rolled joints. 

The insulated joint shown herewith is in service on the Pittsburgh 
& Lake Erie, near Glassport, Pa. It was put in at a particularly 
troublesome point. The joints formerly in place had been wearing out 





Cast Steel Rail Joint. 


& Los Angeles. A similar set is in operation on the Salt Lake & 
Ogden. rhe outfit consists of a 4-in. x 4-in. ABC engine and a 
4.25-k.w. d.c. generator, 115 volts, 700 r.p.m., made by Fairbanks, 
Morse & Co., Chicago. It is located in the baggage car, the steam 
being taken from the boiler of the engine at from 40 to 50 Ibs. pres- 
sure. The average number of lights is about thirty 16-c.p. lamps 


the insulation in as short a time as four days, and a maximum time 0! 
twelve days. The new joint was put.in last February and the insul: 
tion has not been changed since. The particular advantage of the us 
of this design for insulated joints lies in the fact that since the joint 
supports the rail on the base, the insulation is not subject to she’ 
under the head of the rail. 
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SOUTHERN RAILWAY COMPANY—FIFTEENTH ANNUAL REPORT. 











Washington, D. C., October 8, 1909. 
To the Stockholders of the Southern Railway Company: 
The Board of Directors submit the following report of the affairs 
of the Company for the year ended June 30, 1909: 


INCOME STATEMENT. 


Increase 
Miles of Road Operated, 1909. 1908. -——or Decrease— 
Average ... 6.00%. 7,170.36 7,489.13 Dec., 3818.77 


Gross Operating Revs..$52,188,106 64 $52,941,716 51 Dec., 
Total operat’g Expenses 35,568,980 60 389,854,722 18 Dec., 


$753,609 87 
4,285,741 53 
Net Operat’g Revenue. $16,619,126 64 $13,086,994 38 Inc., $3,532,131 66 
Outside Operations 136,963 39 21,262 65 Inc., 115,700 74 














Net Revenue ....... $16,756,089 43 $13,108,257 03 Inc., $3,647,832 40 
Taxes Accrued ....... 1,916,701 65 2,027,967 35 Dec., 111,265 70 
Operating Income ...$14,839.387 78 $11,080,289 68 Inc., $3,759,098 10 
Other Income ........ 2,898,311 70 2,766,676 86 Inc., 131,634 84 


Total Gross Income. . $17,737,699 48 $13,846,966 54 Inc., $3,890,732 94 
Deductions from Total 
Gross Income .... 
Interest on Funded Debt 
and Equipment Ob- 
TIGOTIONG 6.6 siicte cca 


$3,060,583 21 $3,134,341 81 Dec., $73,758 60 


11,087,730 85 10,310,774 80 Inc., 


776,956 05 


Total Deductions ...$14,148,314 06 $13,445,116 61 Inc., $703,197 45 


Balance of Income 
over Charges . 
Addit’ns & Betterments 


$3,589,385 42 $401,849 93 xnc., $3,187,535 49 
78,285 18 122,707,37 Dec., 44,422 19 


Balance carried to 
Credit of Profit and 
WES oss reat ee's $3,511,100 24 $279,142 56 Inc., $9,231,957 68 
A statement of the accounts of the Company, in the usual detail, 

will be found in the tables hereto annexed. 

The accounts have been examined, as usual, by Certified Public 

Accountants, Messrs. Patterson, Teele & Dennis, and their certificate 


is made a part of this report. 


THE OPERATING RESULTS. 


The return of business from the low level of the panic conditions of 
1907 was slow during the past year, but it was substantial. 

While the operating revenues, as stated in the income account, show 
an apparent decrease of $753,609.87, as compared with the year ended 
June 30, 1908, this is due to the fact that the revenues from opera- 
tion of the Tennessee Central Railroad and the Southern Railway in 
Mississippi were included last year and both these properties have 
been separately operated during this year. Comparing like with like, 
the results of operation show increased operating revenues amount- 
ing to $606,766.46 for this fiscal year. The gross operating revenue 
per mile of road was $7,278.31 in 1909, or just about what it was in 
1906, as compared with $7,228.00 in 1908, and $7,507.49 in 1907, 
when the volume of the Company’s traffic was greatest. A just esti- 
mate of the improving condition of the Company’s business during this 
year can better be obtained by comparing the operating revenues for 
the first six months of the calendar years 1908 and 1909, which show 
an increase of $2,326,107.20 for this year. 

Although the volume of business done was thus not unsatisfactory, 
the results of operation, illustrated by the substantial increase of 
$3,786,893.56 in operating income, were obtained, it will be evident, 
by control of operating expenses. 

The study and practice of operating efficiency, which were initiated 
in the winter’ and ‘spring of 1908, as described in the last Annual] 
tteport, were -vigorousiy pursued during the year now under review and 
with gratifying results. It will be noted that the operating ratio, ex- 
cluding taxes, was reduced from 74.79 in 1908 to 68.16 in 1909; or, 
'o state the result differently, while operating revenues increased 1.18 
per cent., operating expenses decreased 7.80 per cent. That the chief 
element in this result is efficient operating methods, as illustrated by 
ie fact that of the total decrease in operating expenses 55.70 per 
ent. was in transportation expenses, continues to be a ground of en- 
‘ouragement to the management. 

What this } rogress is can perhaps best be realized by a few statistics 
dealing comparatively with some operating units, viz. : 


o 


1908. 1909. 

Total transportation costs per revenue train mile, in cts. 62.66 60.75 
Road engine costs per road engine mile, excluding re- 

Set: Sk IE eos Ks wA-e ow asst eee he Ae wanta ites 22.49 20.41 

Troin expenses per revenue train mile, in cents........ 9.93 9.21 

Lovded cars per revenve freight train mile ........... 13.46 15.19 

Tous handled per revenue freight train mile ........... 232.33 266.40 


Particular attention has been paid during the past year to removing 
the causes for loss and damage claims, which, with all railroads, are 
so heavy a tax on net revenue. ‘That success in work of this kind 
means as much to the security holders as the establishment on the 
line of new traffic producing industries of the largest capacity, is evi- 
denced by the fact that the disbursements for loss and damage claims 
in 1909 were at least $800,000 less than in 1908, and in neither year 
were there any extraordinary losses. The saving was in the sum of 
small losses due to greater care in handling freight and more efficient 
service. 

It will be noted that the charges to expenses in the maintenance 
accounts show material reductions as compared with 1908, but the 
upkeep of the property has not been neglected. The figures for 1908 
contain comparatively large charges to maintenance accounts during 
the last six months of the calendar year 1907, before the campaign 
of retrenchment was begun, while the expenses for maintenance during 
the entire fiscal year just ended have been controlled through monthly 
appropriations under the policy which was inaugurated during the first 
six months of the calendar year 1908. This policy has been one of 
acute and careful scrutiny of all expenditures for operating account. 
Money has been authorized to be spent where it was needed, and not 
necessarily where it would have been a gratification to spend it. It 
has taken courage to maintain this policy, but it is confidently believed 
that the result has justified it. While some maintenance has been 
postponed until increased revenues shall warrant the expenditure, this 
has been only in respect of those parts of the property where delib- 
erate and expert judgment justified postponement upon the real neces- 
sities of the case. The general condition of the physical property at 
the close of the fiscal year was good, both actually and comparatively, 
and the plant was at all times during the year amply able to carry 
the load which it had to bear. With the expectation of increased busi- 
ness, and consequently heavier traffic, the appropriations for main- 
tenance have been materially increased, and so at all times the policy 
of the management has been one of elastic adjustment to the actual 
requirements of the property, but with unremitting watchfulness of the 
factors of safety and efficiency. 


THE CAPITAL ACCOUNT. 

What may be considered the immediate financial problem of the 
Company has been the absorption of the several issues of short term 
notes, which were made to provide for the extraordinary capital obli- 
gations assumed during the period of: great prosperity, when, as ex- 
plained in previous reports, the problem of management seemed to be 
entirely one of judicious expansion. During this year the $16,000,000 
of Collateral Trust Five Per Cent. Bonds which were issued in 1904, 
matured and were redeemed by the sale of Development and General 
Mortgage Bonds which had been reserved for that purpose under the 
general plan of the mortgage. Later in the year it became possible to 
sell more of such bonds on fair terms, and advantage of the market 
was taken to provide for the retirement also of the $15,000,000 Three- 
Year Convertible Six Per Cent. Notes, which were not due until 1911. 
The proceeds of the Development Bonds which were pledged as 
security for. the Six Per Cent. Notes were accordingly applied to 
their redemption and the notes were called, a part of them being 
paid off on May 1, 1909, and the remainder will be paid off on 
November 1, 1909. In this way $31,000,000 of temporary obligations 
of the Company were permanently funded, and while the fuaded 
debt was increased, the fixed charges of the Company will be de- 
creased $96,680 per annum by these operations. « further reduction 
in fixed charges has been effected by the acquisition of a number of 
underlying Six Per Cent. Bonds against the issue of First Consoli- 
dated Mortgage Five Per Cent. Bonds sold at a premium. In this 
connection, the effect upon the capizil account and the fixed charges 
of the redemption of equipment obligations to the extent of $3,090,- 
103.73 during the year is important 


CONSTRUCTION. 

During the year much of the construction work which was _ sus- 
pended in the summer of 1907 was resumed, and substantial progress 
has been made towards the completion of some very desirable facili- 
ties. The principal work has been in the provision ‘of additional 
double track at the points where the capacity of existing single 
track has been overtaxed, as was explained in detail in the Annual 
Report of 1907. 

Of this work the revision of grade and double tracking of the 
main lines south from the terminal yard at Monroe, Virginia, across 
the James River, through the city of Lynchburg and thence: across 
the Staunton River to Sycamore, Virginia, a total distance of 38.14 
miles, shortening the old line 2.16 miles, is perhaps the most im- 
portant. <A portion of this new double track from Durmid to Syca- 
more, 380 miles, has been in operation since April 30, 1909; the 
remainder, involving the construction of a notable viaduct over the 
James River and a tunnel 1,300 feet in length under the city of 
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Lynchburg, is heavier work, but should be available for operation 
in the spring of 1910. 

The throat through which the Knoxville and Atlanta lines, which 
converge at Ooltewah Junction, Tennessee, reach the city of Chat- 
tanooga, is another piece of line where double track has long been 
needed. The work on this 14 miles was resumed during the year and 
is being pushed to completion. 

Other pieces of double track out of terminals are also under con- 
struction, viz.: 2.63 miles north out of Greensboro, N. C., and 4.4 
miles west out of Asheville, N. C. 

Since the close of the fiscal year contracts have been let for the 
construction of second track on the main line in North Carolina, 
from Spencer south to Glass, 18.70 miles, and from Charlotte north 
to Harrisburg, 13.60 miles, and these works being comparatively light 
should be completed by January 1, 1910. 

When the expected increase in the volume of traffic is realized 
with the return of business prosperity, the Company will have in 
all 323.57 miles of double track at its “pinch” points, and should 
be able to handle its business without congestion or disturbance, 
largely by reason of the relief so afforded. 

During the year portions of the projected low grade Little Ten- 
nessee River line, connecting Knoxville with the Carolinas, upon 
which work was begun several years ago, were also completed and put 
in operation, viz.: 25.30 miles from Maryville to Chilhowee, Tenn., 
which was constructed in the name of the Tennessee & Carolina 
Southern Railway Company, and 13.90 miles from Bushnell to Fon- 
tana, N. C., which was constructed in the name of the Carolina & 
Tennessee Southern Railway Company. These lines are operated 
for local service, but it is not proposed immediately to push the 
work through. The present construction policy of the Company is 
to apply its capital resources to enlarging the capacity and facilities 
of its existing lines, where a heavy traffic is assured, rather than to 
exploit new territory or hazard new lines. 


CHARACTERISTICS OF FREIGHT TRAFFIC. 


Freight traffic handled during the year, in the order of its tonnage 
volume, may be grouped in the following manner: 


Commodity. Tons. Per cent. 
Fuel—Coal, Coke and Charcoal .............. 7,190,263 32.49 
Forest Products—Lumber, etc...............- 3,818,411 17.25 
Stone, Cement, Brick, Sand and like materials. . 2,075,270 9.38 
SUE Oo ck iare Samp hike ee oS 1,980,661 8.95 
Manufactures and Miscellaneous, not otherwise 

SORTA as Sos ng ds Ne A Aral AR eg is a 1,768,374 7.98 
Cotton and all its products. ..... ....060600s0 1,571,339 7.10 
Grain, Grain Products and Hay............... 1,100,413 4.97 
DE So tas oS beens ki Kew eb oo be & 964,241 4.36 
ee a Be 823,586 3.73 
eT EY es a er ey re 423,418 1.91 
ES NT Ay ey Per ee ee 310,190 1.40 
SURI a re beter nec ep tah eG ck oth tw ew nate 107,223 48 

NN en ea Er ahh ast: Sacre Wie aie esi th ele ig ew RulS 22,133,389 100.00 


More than 70 per cent. of this tonnage was produced in the South, 
in the main on this Company’s rails. No better evidence could be 
had of the independent position of this property. 

The tonnage increase per mile of road during 10 years has been 
42 per cent., marking the development of productive energy and of 
territorial resources. 

Nearly one-third of the traffic was coal, originating chiefly on the 
Company’s lines. 

Another third consisted of manufactured articles, ready for imme- 
diate use, a substantial share of which were manufactured in the 
South from Southern raw materials. 

The tonnage of lumber and logs embraced a great variety, includ- 
ing mahogany, Spanish cedar and shittim wood. Much of this ton- 
nage found distribution in numerous wood-working establishments 
on the Company’s lines, and was converted into furniture, store fix- 
tures and all the various kinds of house furnishing materials. 

The year was a dull one for iron and steel. The tonnage in pig 
and blooms was 100,528 tons less than ten years previous; that of 
iron and steel manufactures 188,051 tons greater. Sixty per cent. 
of the pig metal and all the billets produced in the South are manu- 
factured in that section. 

The South is no longer a mere producer of raw materials. 

Serving most of the cotton producing States directly, and the 
remainder of them indirectly, with its lines touching five of the 
chief ports through which cotton passes to both foreign and domes- 
tic markets; serving directly a substantial majority of the spinning 
enterprises of the South, this railway is naturally a large (probably 
the largest) carrier of the South’s chief agricultural product— 
cotton. The Company handled during the year 636,207 tons, or more 
than 2,500,000 bales, of the fleecy staple, including the movement 
to various primary markets in the South and the subsequent move- 
ment trom these markets to points of consumption. Yet this im- 
portant traffic constituted less than 3 per cent. of the total tonnage 
for the year. 

It is a fact, not generally known, that for each pound of lint cot- 
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ton produced there are approximately two pounds of seed, the manu- 
facture of which has become a Southern industry of great magni- 
tude, affording a substantial freight tonnage. 

The textile industry in the South took 2,553,873 bales, or over 18 
per cent., of the last cotton crop—to be spun and wove in Southern 
factories. This Company handled during the year 61 per cent. of 
the manufactured product. 

Therefore, to fully appreciate the importance to the Company of 
cotton, account should be taken also of its kindred tonnage, as indi- 
cated by the following table: 


PRODUCTS. TONS. 

RRR i coh es rk craig Nats ia ee sng a mT Tw am Ks RS os Ov 636,207 
Cotton Seed ...... ee ee EO ek 244,563 
Cotton Seed Hulls, Meal and Cake.......... 5 238,244 
(EE OES | a ee ee ee 122,511 
eer TT a ie i ee er meee tes 29,627 
Cotton Mactory Produce... 626.5 0560 csc tee 329,814 

OTRE ch ck nes sks Sousa cans So scieie wae a tae 1,600,966 


or 7.23 per cent. of the total tonnage. 

It is worthy of note that the tonnage of merchandise traffic ex- 
ceeds the tonnage of cotton and its entire products, and that he 
combined tonnage of merchandise, manufactures and miscellaneous 
articles, furnishing practically 17 per cent. of the total tonnage, was 
exceeded only by tonnage of fuel and forest products. These facts 
are more interesting when it is known that the merchandise, manu- 
factures and miscellaneous articles produce the highest revenue results 
and are subject to the keenest competition 


INDUSTRIAL PROGRESS. 


The industrial South has not been stagnant despite the business 


depression. On the lines of this Company there were completed 
during the year 453 new manufacturing plants, classified as follows: 
ee he RE aa re ere eee eater 40 
SUGRRe ROMP DN) MUNI. (6 6 vase woe casa a tue soa seen 11 
EARP URN RR INNES wse oS oe ne oe we wae sv we Ese 7 
Cpt, 2 OS Bo eee are rare ere rere 25 
ee ee eee errr ee er eee 18 
See ae ere re esta ee ee ee ee 23 
SRP RNEIRD hs 5 enh) Ag wie pin ew A ies eae ao wee 67 
Stone Quarries, Coal and other Mines............. 36 
MIE ernie nig Sic lane ymin wieisinia s Sw e:e eee Sa ASIN Swe le 1 
MRA TUDES Mier ae tee Sis ah Og Rite R eratneeieAe S waite Naess Ric 48 
POOR WORSE SONI 6 ctw paw koe Mos ales wee slee 18 
JUS CS LENS Sn E.G 0. nS eo aaa a eae are 159 
MAN 46 bowls Suse oes aks Oe a eG eae oe se sala ee 453 


The number of industrial plants under construction at the close 
of the year was 66, and the number of additions made to existing 
plants during the year aggregates 1238. 

There are now at least 10,000 manufacturing plants on the lines 
of this Company. It is a very few years since there were not that 
many in the entire South. 


THE GREATER EFFICIENCY OF LABOR. 


More than conventional acknowledgments are due by the Board 
and the security holders to the officers and employees of the Com- 
pany for their work during the past year. Not only have they been 
faithful in the discharge of their assigned duties, but they have been 
infused with a new spirit of enthusiasm in the interests of the Com- 
pany, which are indeed their own interests. Co-operation between 
departments has been marked, while never before has there been such 
evidence of the loyalty of employees in all ranks of the service. This 
is the fruit of that greater efficiency of labor upon which there can 
not be laid too serious stress in estimating the results already ob- 
tained and the prospects for the future.. 


Respectfully submitted, by order of the Board, 
W. W. FINLEY, President. 


PROFIT AND LOSS ACCOUNT FOR YEAR ENDED JUNE 30, 1909 


Balance at Credit of this Account June 30, 1908....... $5,791,185 22 
Add: 


Credit Balance cf Income for the Year. ..$3,511,100 24 
Net Miscellaneous Credits ...........00. 





4,357,322 59 


$10,148,507 31 


Deduct : 
Discount on Bonds charged to Profit and Loss during 
ERR TOMA ww is sein Mis Ai sw Ie RN Bao mie Sis els Seka 3,186,500 0 





Comat Balenee Jaen SO; BONG asi eS iow be eR $6,962,007 31 











OCTOBER 22, 


JUNE 30, 1908. 
$293,856,032 96 


$293,856,032 96 


$29,637,600 62 


$29,637,600 62 


$30,808,607 31 
1,540,392 69 


$32,349,000 00 


17,565,266 80 


$373,407,900 38 


$13,306,634 97 
3,347,088 06 
61,238,702 65 


7,640,925 05 





$85,533,350 73 





$458,941,251 11 


$3,463,507 33 
365,871 61 





$462,770,630 05 


1,044,921 24 
1,408,970 68 


1,362,035 04 
160,531 63 
377 45 
519,361 00 
500 00 


1,991,375 09 


1,590,552 29 


$3,470,694 25 


1,057,748 79 
418,047 37 
850,667 42 

2,807,765 79 

1,013,044 65 
194,582 35 

5,555,300 00 

‘5,367,850 62 


$456,212,105 09 





1909. 


COMPARATIVE BALANCE 


ASSETS. 
Cost oF RoApD: 
Cost of Southern Ry. Properties to 
June 30, 1908 
Additions during the year......... 


re 


Toran CosT OF ROAD. ......02-5 


Cost oF EQUIPMENT: 
Cost of Southern Ry. Equipment to 
CUBONGD, TOUS: sceiewesacwcees 
Cost of Equipment charged to Capi- 
tal daring the year ....0.<6.0%. 
ToTAL COST OF EQUIPMENT...... 

Leasehold Estates: 
MR dosed arts aiela-e WOO See as aes 
MUI 6.6 Gres ahaa Gee svat alae 4 
ToraL LEASEHOLD ESTATES (Per 
IN Ging ak a/Re wore eee eed Sis 
SOUTHERN RAILWAY TRUST EQUIP- 
MBNT (Per Contra) .....sceeee 


ToTaL Cost OF ROAD, EQUIPMENT 
AND LEASEHOLD ESTATES...... 


Cost OF SECURITIES PLEDGED OR HELD 
FOR SPECIAL PURPOSES: 


Pledged under First Consolidated 


PONUANG  g ce seo eals ahaa eases 
Pledged under Development and 
General Mortgage ........... 
Pledged or deposited under various 
PEO a eee a rama eae 


Unpledged, held for special purposes 


Special Deposit with Financial Agent 
to redeem on November 1, 1909, 
Convertible 6 Per Cent. Notes, 
due May 1, 1912: tetal.ccccces 


Cost oF ROAD, EQUIPMENT AND SE- 
CURITIES HELD AS STATED..... 


MATERIAL AND SUPPLIES ON HAND.. 
RAIL AND FIXTURES LEASED......... 


TOTAL CAPITAL, ASSBTS. «6.05000 60060 


MISCELLANEOUS SECURITIES OWNED— 
in Treasury Unpledged. ....... 
BILLts RECEIVABLE—deferred but se- 
Woo ate acne cacs whee ae 
ADVANCES TO SUBSIDIARY COMPANIES. 
INCOME ACCRUED—not due.......;:.. 
INSURANCE PAID—not accrued....... 
INSURANCE FUND (Per Contra)....... 
Sink1nGc Funps—Uninvested Balance 
in hands of Trustee ....660. 
Ner DISCOUNT ON SECURITIES SOLD— 
to be charged off prior to matu- 
rity of the Security 
SUNDRY ACCOUNTS 


eee eee ene 


CURRENT ASSETS : 


Cash in hands of Treasurer, Banks 
and Financial Agents ..... 
Cash in Transit from Agencies..... 
Due from U. S. Postoffice Dept.. 
Due from Agents and Conductors. . 
Due from Other Transportation Cos. 
Due from Individuals & Companies. 
Bills Receivable—current.......... 
Miscellaneous Current Securities... 


ToTAL CURRENT ASSETS........ 


SHEET, 


JUNB 30, 1909. 


$293,856,032 96 
1,797,973 89 





JUNE 30, 1909, 


JUNB 30, 1908. 


$120,000,000 00 
60,000,000 00 





$295,654,006 85 


$29,637,600 62 
2,218,012 51 
$31,855,613 13 


$30,808,607 31 
1,540,392 69 





$32,349,000 00 


14,475,163 07 


$374,333,783 05 


$13,306,634 97 
20,296,872 2 


23,313,703 20 
10,774,697 05 


$67,691,907 43 


11,105,000 00 


$453,130,690 48 


$3,995,255 50 
380,212 41 


$457,506,158 39 


500 00 


7,910 65 
34,968 75 


$11,124,664 97 
1,117,014 74 
125,307 26 
515,961 41 
3,098,271 11 
966,652.53 
583,064 56 
824,300 00 
$18,350,236 58 


$180,000,000 00 
5,670,200 00 


228,701,000 00 
32,349,000 00 


$170,000 00 
687,000 00 
708,000 00 

1,911,000 00 
120,870 00 
313,500 00 

3,150,000 00 

2,100,000 00 

7,800,000 00 
604,896 80 


$17,565,266 80 
107,000 00 
6,366 71 





$464,398,833 51 


$73,355 90 


719,931 94 
118,537 64 
$911,825 48 
1,744,230 96 


519,361 00 
216,270 48 


$2,841,986 50 
1,176,370 43 
121,540 82 
1,584,285 58 
3,288,637 32 
817,100 47 
253,036 38 
172,822 78 


1,101,345 70 





$11,357,125 98 
5,791,185 22 





$491,821,¢ 


390 88 


$486,212,105 09 
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AND JUNE 30, 1908. 


LIABILITIES. 
CAPITAL STOCK. 
Common 


UI 25.74 Se a's dies he eid ew aware 
ToTaL CAPITAL STOCK........06 
SOUTHERN Ry. MoBILe & OHIO STOCK 
TRUST CERTIFICATES 
FUNDED DEBT 


OUTSTANDING SECURITIES ON LEASE- 


HOLD ESTATES (Per Contra)... 


EQUIPMENT OBLIGATIONS (Per Contra) : 


Equipment Trust, Series B........ 
Equipment Trust, Series C......... 
Equipment Trust, Series D........ 
Equipment Trust, Series B........ 
Equipment Contracts, Series F..... 
Equipment Contract, Series G...... 
Equipment Trust, Series H........ 
Equipment Trust, Series K........ 
Equipment Trust, Series L........ 
Miscellaneous Equipment Contracts. 


TOTAL ciel OBLIGATIONS. . 
UNMATURED BALANCE OF PURCHASE 


PRICE, NORTHEASTERN RAILROAD 
CR GORE ia. oo e.6 eracninicdaaienes 
UNMATURED BALANCE ON HARTWELL, 
AR SUMANOE 666 ks cine eacesae 


TOTAL CAPITAL, 
LIABILITIES 
RESERVES : 
For Maintenance of Way and Struc: 
BURGH oe aecleeiians aeee ena seis 
For Maintenance of Equipment.... 
Miscellaneous 


FUNDED AND LIEN 


‘EOPAL,. TANSERVES. < .occcc daaees 
INTEREST AND RENTALS ACCRUED—not 
RUNG at wic0'd di areve wr al elend cedars acciadiees 
TAXES ACCRUED—not due........... 
UNMATURED OBLIGATIONS FOR NEW 
STEEL RAIL, PAYABLE ON AND 
APPAR DULE 1, I9EO 2. eace es 
INSURANCE FUND (Per Contra)....... 


WUNDRY ACCOUNDS ccc 0 disicee cinema oie 


CURRENT LIABILITIES : 
Interest and Rentals Due and Un- 


paid, including amount due 
UREN OR. Shc cha niece owe Gi tia a pwalelacee 
BONNE DONG x: o5e.6 cde nie wee re ciee 
Freight Claim Authorities Out- 
PEM oo. ssa Sees aa wiecern ewes 
Unpaid Wages, including June Pay- 
MEE ee  cuartan ss oanea vacates 
ATC VOUCHOER 6. oc cc cick cies 
Due Other Transportation Cos..... 
Due Individuals and Companies.... 
Material and Supplies in Transit— 
PE WOMONOROO 6s 6.6 cid ce ccna er 
Undetermined Liabilities awaiting 
MCRIUSUINOME. 86 6.6.65) se 50s chews: 
TOTAL CURRENT LIABILITIES..... 
PROPS BRD BGG 6 ke c c cncicwae sae 
ia 
pe 
ps 
Pr 
ga? 
sian 
Le 
ie. 

Ss 


$466,609,8 


~] 
QO 
-] 


JUNE 30, 1909. 


$120,000,000 00 


60,000,000 00 


$180,000,000 00 


5,670,200 00 
234,002,400 00 


32,349,000 00 


$229,000 00 
354,000 00 
1,617,000 00 
35,550 00 
125,400 00 
2,700,000 00 
1,820,000 00 
7,200,000,00 
394,213 07 


$14,475,163 307 


107,000 00 


6,113 71 


76 78 


$161,783 96 
1,890,632 45 
78,788 65 


$2,13 


,205 06 
1,988,435 89 


752,113 83 


990,940 21 
620,659 19 
265.472 15 


$2,751,421 05 


100.955 25 
1,825,752 61 
2,636,019 34 

852,008 93 

288,914 95 

319,284 15 


1,743,986 71 


$11,500,679 96 


6,962,007 81 


’ $491,821,390 88 
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INCOME ACCOUNT FOR YEAR ENDED JUNE 30, 1909, COMPARED 1908. INCOME AccountT—( Continued). 1909. 
WITH YEAR ENDED JUNE 30, 1908. $105,552 13 Miscellancous Rents ........0seeess $114,051 73 
1908. 1909. 2,127,269 75 Income from Investments........... 1,941,125 92 
OPERATING REVENUES: 330,634 27 Miscellaneous Interest and Commis- 
$34,171,329 17 PEEL, cain CEG SOS web Eh ws Om eee $34,376,619 13 Wes ee Wik cdilc dada ae Suwa ss 622,948 25 
14,315,961 38 POE > Kcccacccranaece ube ke awn 13,510,791 49 es ———__—_—_—_—_—- 
249,031 40 Miscellaneous Passenger-Train Revenue 267,721 31 $2,766,676 86 TOTAL OTHER INCOME........000.% $2,898,311 70 
1,714,942 31 ee eee Ser ee eee 1,495,202 44 Se ~ 
eI aS: CRN to ins ww ewig -b disk a eae me 1,491,643 68 $13,846,966 54 Totrau Gross INCOMB............. $17,737,699 48 
568,979 36 Other Transportation Revenue ....... 758,344 00 : 
301,552 72 Other Revenue from Operation ...... 287,784 59 DEDUCTIONS FROM ToTaL Gross INCOME: 
. - es eee eerie $1,351,860 25 Rents Accrued: Lease of Other Roads $1,351,504 00 
$52,941,716 51 TOTAL OPERATING REVENUES....... $52,188,106 64 717,751 45 Rents Accrued for Joint Tracks, Yards 
, POS, and Terminals. ................ 769,094 52 
OPERATING EXPENSES : 121,100 80 Hire of Equipment—Balance......... 19,493 39 
$7,109,173 22 Maintenance of Way and Structures.. $6,016.660 64 41,351 74 Miscellaneous Rents .............2.. 45,714 79 
9,138,378 02 Maintenance of Equipment.......... 8,193,753 44 103,515 30 Separately Operated Properties...... 81,463 71 
1,300,232 93 co rs ea eee 1,252,328 45 358,661 99 Discount on Bonds Sold—Proportion 
20,773,252 97 Transportation Expenses ‘ 18,348,507 O8 charged to Income ...........-. 535,214 44 
1,533,684 99 SRD SN es a be maine es ow 1,757,730 99 226.808 00 Dividends Accrued on Southern Rail- 
: Sa way, Mobile & Ohio Stock Trust 
$39,854,722 13 TOTAL OPERATING EXPENSES....... $35,568,980 60 PIRES oo ois cs ce whew caus 226,808 00 
——— — a 213,292.28 Miscellaneous Deductions ........... 31,290 3 
$13,086,994 38 NET OPERATING REVENUR........ $16,619,126 04 Se Se NS eke see a een 
21,262 65 OUTSIDE OPERATIONS .....-.-.++++++-- 136,963 39 $3,134,341 81 TOTAL DEDUCTIONS...........0+++ $3,060,583 21 
$13,108,257 03 Nor RBVENUB .................00+. $16,756,089 43 $10,712,624 73 ToraL AVAILABLE INCOME..........+.++ $14,677,116 27 
2,027,067 35 TAXES ACCRUED .........--.cscccsecs 1,916,701 65 10,310,774 80 INTEREST ON FUNDED Dept AND EQuIP- 
‘ ee ee MENT OBLIGATIONS .......-e0008 11,087,730 85 
$11,080,289 G8 OPERATING INCOME ...............000. $14,839,387 78 ee Re ee Spain 
ica m ws $401,849 93 BALANCE OF INCOME OVER CHARGES..... $3,589,385 42 
sieconcstaracpents 122,707 837 ADDITIONS AND BETTERMENTS 78,285 18 
$21,000 00 Rents Accrued from Lease of Road... mma. 2 sans Reap yg ren ex ae 8, aoe i s 
182,220 71 Rents Accrued from Joint Tracks, $279,142 56 BALANCE CARRIED TO CREDIT OF PROFIT 
Yards and Terminals. .......... 199,185 80 AND LOSS FOR THE .YEAR........ $3,511,100 24 
TRAFFIC STATISTICS FOR YEARS ENDED JUNE 30, 1909 AND 1908. 
PERCENTAGE 
1909. 1908. OF INCREASE OR 
DECREASE. 
Ailes (Pa RTaD ON ECORT SONORA GIOD: (oc kg on hiss ox cece scan ees owk og eneuwie 7,170.36 7,186.32 Inc., 0.48 
PASSENGER TRAFFIC: 
enna: Sag a nT Nh Sb ag cp 1h t wn co 6 Gwe boa wile oe See, low 14,977,980 14,091,835 Ine., 6.29 
Pr, We rs BRS y ae MOB DEON. oo 5 6.5. 0.5 0:6 0:05 0 See 8S ose sien dice 622,561,542 605,333,593 Inec., 2.85 
Average Distance Hauled per Passenger (Miles).............---.e++20ee- 41.57 42.96 Dec., 3.24 
Ti en ene NG CCG es bon bakb ses sae nie nh San view cw Wnie ee © $13,510.791.49 $13,887,899.83 Dec., 2.72 
Average Receipts per Passenger per Mile (Cents)...............000- 2000 2.170 2.294 Dec., 5.41 
en ee RS RR ee ap oo bss. Seis wee lowe vem oe $16,765,358.92 $17,397,.162.40 Dec., 3.63 
Passenger-Train Revenue per Mile of Road ...............-.-ceceeeeee ne $2,338.15 $2,437.83 Dec., 4.09 
Passenger-Train Revenue per Train Mile... .. ..- 6.2 ccc cece cece c wen esens $1.15513 $1.11669 Ine., 3.44 
Average Number of Passengers in Mach Traim. ... . ... ..006c 0s cess cece 42.89 38.86 Ine., 10.37 
*Average Number of Passengers in Each Car..............ccccccccecces 13.75 12.80 Ine.,~ 7.42 
FREIGHT TRAFFIC: 
Revenue Freight: 
er ee ORION oo se Sos Ses hes whens wis b dretp is w Wl-a eo A aie Wik 22,133,389 22,229,260 Dec., 0.438 
eee ge EG SECS © eee rae are re 3,612,870,632 3,419,824,997 Ine., 5.64 
Average Distance Haniled per Ton. (Bibles)... ..... 2.62.0 ence sc cccccccer 163.23 153.84 Ine., 6.10 
ee ee en ID oe cr aS kk cobs pS ay MEAs po a aie wis eis 6 $34.376,619.13 $33,325,759.08 Ine., 3.15 
Average Receipts per Ton per Mile (Cents)... ... «. 2. ies ccccew cccncns 0.952 0.974 Dec., 2.26 
Resient-reain Revenue per Mile OF BORG. «ox 6. os fetes ces ees sscees $4,794.27 $4,669.88 Inc., 2.66 
RS ane RUNNIN I RE UNE. bic a winless 5 Sidind Soe wd se ee ose e 6 $2.05115 $1.90212 Inec.. 7.83 
Average Number of Tons of Freight in Each Train.................... 215,57 195.19 Inec., 10.44 
Average Number of Tons of Freight in Each Loaded Car................ 14.20 14.50 Dec., ‘2.07 
4ll Freight (Including Company’s Material Hauled Free) : 
Se ee EO elt nk Sk cub be SARS Reh NSS oS b.0s 5a SRN YH 26,304,356 26,123,837 Inec., 0.69 
en Gr ne EE DIRD ERM ae ac eb oa eee eS S 5.5 <0 ws we'd Sin ee 4,464.752,873 4,070,579,471 Inec.. 9.68 
Average Number of Tons of Freight in Each Train.................... 266.40 282.38 Ine., 14.66 
Average Number of Tons of Freight in Each Loaded Car............... 17.54 17.26 ime., 1.62 
foraL TRAFFIC AND OPERATING EXPENSES: 
PI IE PRR RL Te POURED. 65 i 6 5:0) sone ka vex s ctwncen esses es $51,141,978.05 $50,722,921.48 Ine., 0.83 
Passenger and Freight Train Revenue per Mile of Road................... $7,132.42 $7,107.71 Ine., 0.35 
ns ee NS a Gas Sak bade pine p he's eb oe Ass e)e Sas No $52,188,106.64 $51,581,340 18 Inc., 1.18 
Gross Operating Revenue per Mile of Road..................22cceeceeee $7,278.31 $7,228.00 Inc., 0.70 
Gross Operating Revenue per Revenue Train Mile....................4.. $1.72801 $1.61392 Inc., 7.07 
Seer OD CR OD | 5 b.wt eases ssw eo hss ube wwe ween es $35,568,980.60 $38,579,511.09 Dec., 7.80 
CRCRTRIE TREDOINION POT BENES OE TROOG Sanaa 5 nc os 5 os occ cee ccce nee rewewes $4,960.56 $5,406.07 Dec., 8.24 
Operating Expenses per Revenue Train Mille ................scsccccecees $1.1777 $1.20711 Dec., 2.43 
NE eee Ph eed See ee ee ere Le $16,619,126.04 $13,001,.929.09 Inc., 27.82 
Bat chepratine eveeee wer Bille OF TORE. . s.. 6566s vnccw cece see sew acewene $2,317.75 $1,821.93 Inc., 27.21 
Net Operating Revenue per Revenue Train Mile.....................000% $0.55028 $0.40681 Ine., 35.27 


*Includes Sleeping, Parlor and Observatien Cars. 








